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LA FOLLETTE AND FREIGHT RATES 
In our discussion of candidates and policies in the 


present political campaign—as, indeed, in all else—it is 
well to be accurate as to the facts—this, not only because 
anything else would be unfair, but because anything else 
is likely to lead us into statements that may be used to our 
confusion. 

An authorized representative of the railroads, in a 
speech this week, discussing LaFollette and his candidacy 
for the presidency of the United States, said many things 
with which we agree, having no more use than he has or 
the railroads have for this Wisconsin demagogue, but he 
said other things that were not true and if they go un- 
challenged the issues may be clouded. 

Talking of the effort of the LaFollettes to align the 
farmers with the railroad labor organizations in the elec- 
tion of this radical presidential candidate, he said: “No 
pledge is made that Mr. LaFollette will, if elected, reduce 
freight rates. Indeed, there is not a single word on the 
rate question in Mr. LaFollette’s platform.” Then he pro- 
ceeds to show that the reason for the failure to mention 
freight rate reductions is obvious, since labor leaders know 
that rates cannot be materially reduced without a reduc- 
tion in wages—if the railroads are to continue to pay 
operating expenses and taxes—and a reduction in wages 
is just what the labor leaders behind the LaFollette can- 
didacy wish to prevent. 

The speaker’s logic is good but he is in error as to 
the facts. The LaFollette platform distinctly favors re- 
ductions in freight rates. It says: “We favor repeal of 
the Esch-Cummins railroad law and the fixing of railroad 
rates upon the basis of actual, prudent investment and cost 
of service.” In another place, speaking of the condition 
of agriculture and the policy that, in the LaFollette opin- 
ion, has led to the plight of the farmer, the platform says: 
“It guaranteed excessive freight rates to the railroads and 
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the Interstate Commerce Commission proceed forthwith to 
reduce, by an approximation to pre-war levels, the present 
freight rates on agricultural products, including live stock, 
and upon the materials required upon American farms for 
agricultural purposes.” In his statement to the Progres- 
sive Conference, at Cleveland, which endorsed this plat- 
form and the LaFollette candidacy, Mr. LaFollette said: 
“In all sections of our country the farmer has felt the 
disastrous effects of the extortionate railroad rates im- 
posed by a Republican Congress and a Democratic Presi- 
dent in the Esch-Cummins law.” And again: “The Pro- 
gressives have demanded repeal of the Esch-Cummins 
transportation act, reduction of freight rates to substan- 
tially pre-war levels,” etc. 


In the face of all this, it is difficult to see how the 
railroad speaker could make the mistake of which he was 
guilty. His error, no doubt, was due to carelessness; but 
it is hardly excusable on that score. He was trying to 
show the inconsistency of the farmer, who is supposed to 
need lower freight rates, supporting a candidate favored 
by railroad labor leaders who do not wish reduced wages, 
without which there cannot be substantially lower rates. 
His logic would have been equally good if he had pro- 
ceeded to show the inconsistency of railroad labor support- 
ing a candidate who is demanding lower freight rates, im- 
possible without wage reductions. But neither was neces- 
sary and neither is in agreement with the facts. 


What LaFollette is doing is perfectly corisistent, 
though it seems to be little understood and though his con- 
sistency does not make him right. He is basing his de- 
mand for lower rates on the theory that the valuation of 
the railroads, on which the level of rates is computed, is 
too high. Railroad rates, he says, should be fixed on the 
basis of “‘actual, prudent investment and the cost of serv- 
ice.” If this were done in accordance with his ideas, rates 
would be lowered, but not at the expense of labor or of 
anything else except the railroads themselves. He is 
wrong, of course, in his theory as to the proper basis for 
valuation, but the railroads should inform themselves as 
to what his idea is and then train their guns on that and 
stop shooting in the air. 

The speech in question was made, August 26, at Boon- 
ville, Mo., before the State Retail Merchants’ Association, 
by C. D. Morris, who represents the Western Railways’ 
Committee on Public Relations. 
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“Political alliances for the purpose of socializing the 
government threaten the nation,” he declared. “The Wis- 
consin statesman was nominated by the leaders of the rail- 
way labor organization, who are seeking to gain control 
of the government with the intention of nationalizing the 
railroads and, eventually, all industry. The plan is to 
form an alliance between organized labor and the Amer- 
ican farmer, to accomplish which the men back of the 
movement seek to deceive the farmer into the belief that 
the election of LaFollette would bring about lower freight 
rates On agricultural products.” 


In proof of his statement that LaFollette was nom- 
inated by the railway labor leaders, he declared that the 
Cleveland convention, at which the LaFollette candidacy 


was indorsed, was dominated by railroad labor leaders. 
He said: 


“The head of one of the big labor unions was chairman of 
the convention, another was chairman of the committee on rules, 
another of the committee on organization, another of the finance 
committee, while the general counsel of all the railroad unions 
was chairman of the resolutions committee and wrote the plat- 
form plank demanding government ownership of railroads. The 
man most talked of for LaFoilette’s running mate was W. S. 
Stone, former chief of the Brotherhood of Locomotive Engineers. 
The men in control of the campaign are the same labor leaders 
who were so active at Cleveland and from them came the sug- 
gestion that the campaign be financed by members of their 
unions by the contribution of one day’s pay each to the cause. 

“In view of these facts it will be interesting to know the 
occasion for this departure from their accustomed duties into 
the realm of politics on the part of the railway labor leaders. 
Obviously, it is their desire to obtain complete control over the 
matter of wages and rules of labor in the railroad industry. 
Their first step to accomplish this purpose was to have a bill 
abolishing the Railroad Labor Board introduced at the last 
session of Congress. When it was discovered that there was 
not a sufficient number of members of the lower House to do 
their bidding, a final vote on the measure was postponed until 
the coming session. It is interesting to know, in this connec- 
tion, however, that every member of the House who refused 
to vote as they dictated has been blacklisted and organized 
labor, throughout the country, has been notified to vote against 
the return of any one of these members to Congress. The plan 
now is to elect LaFollette, if possible, but to be sure, at least, 
to elect a sufficient number of Congressmen to pass the Howell- 
Barkley bill. 

“The effort to align the farmers with the railroad labor or- 
ganizations in the election of a radical presidential candidate 
is interesting. No pledge is made that Mr. LaFollette, if 
elected, will reduce freight rates. Indeed, there is not a single 
word on the rate question in Mr. LaFollette’s platform. And 
the reason therefor is perfectly obvious. The railroad labor 
leaders know that rates cannot be materially reduced without a 
reduction in wages—and the railroads continue to pay operating 
expenses and taxes—which is just what they want to prevent. 
Indeed, they are constantly seeking to increase wages, rather 
than reduce them. They know that the owners of railway 
stocks have not profited a single dollar from the increase of 
rates in 1920, of which the farmers are complaining, for every 
dollar, and more, received on accaunt of those rate increases 
has gone to pay the increased operating expenses of the roads. 
Labor itself has directly received 58 per cent of these increased 
revenues, while much of the remainder was paid to it indirectly. 
To get right down to brass tacks, the railroads have not had 
as much money for dividend purposes in any one year since 
the rate increases were granted as they had in 1916, when 
rates were the lowest in history. It is impossible, therefore, to 
understand how the farmer can hope to obtain lower freight 
rates by helping union labor in its movement to elect a presi- 
dent or members of Congress who will do its bidding in mat- 
ters affecting the railroads.” 

As further evidence of railway labor leader dominance of 
LaFollette’s candidacy, the speaker referred to the methods 
adopted to finance the campaign. “These labor chiefs,” said 
he, “have asked the members of the unions over which they 
preside to donate the amount of one day’s pay each to the 
campaign fund. If each of the 1,800,000 rail employes in the 
country were to do this the aggregate sum would amount to 
$9,000,000. If only the members of the unions were to respond 
there would still be a $6,000,000 fund, which is much more than 
was ever expended. in a national campaign by either of the two 
old political parties. It is seen, therefore, that the situation 
confronting the country is sufficiently grave to elicit the im- 
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mediate and serious concern of every loyal citizen of the 
nation. 

“But on what theory is government ownership and operation 
of the railroads to be of benefit to the farmer? At present 
the railroads pay approximately one million dollars a day in 
taxes. Since the government does not tax its own property, 
this vast sum would have to be paid by others if the govern- 
ment should purchase the roads. The farmer is already paying 
between 9 and 10 per cent of his income from the sales of his 
product in support of the govenment. How much of the burden 
the railroads are now carrying will be transferred to his 
shoulders under government ownership? His taxes are now 
much larger than his freight bill. Is he to be benefited in any 
way by increasing that burden? 

“Moreover, it has always cost more to operate any industry 
under public than under private control, so that, since 93 cents 
out of every dollar the railroads now receive goes to pay their 
operating expense and interest, there is little hope for reduction 
of rates under government control, when only 7 cents out of 
each dollar they now receive is used for taxes and dividends, 
the only two items that could be eliminated from their present 
disbursements. All past experience points to a large annual 
deficit from operations under government control, which sum, 
whatever it might be, would have to be paid from increased 
taxation. The facts are that the only person to be benefited 
by government ownership would be the labor leaders, who would 
thus be placed in position to make wages whatever they wished. 
In view of all the facts in the case it will be well for the 
American farmer to look this ‘gift horse,’ the labor leaders are 


handing him, squarely in the face before he goes to the ballot 
box.” 


LA FOLLETTE AND THE FARMER 


(From the American Economic Institute) 


The La Follette platform, written by the radical railway 
labor leaders at Cleveland, still offers nothing to the farmer, 
although the La Follette railway plank would ruin agriculture 
if the American farmer is called on to support the inevitable 
big increase in freight rates which will follow if the radicals’ 
proposals are carried out. The American Economic Institute 
pointed out two wekes ago that in this campaign the sole quali- 
fication for approval by the railway labor leaders who are 
sponsoring the La Follette movement is a record of a vote for 
the Howell-Barkley bill, which would put an end to the present 
method of settling labor disputes between railroads and em- 
ployes and create an expensive system wherein the public is 
not represented and which has been described by Congressman 
Tincher of Kansas as “the return to strikes” bill. 

While Senator La Follette is appealing to the farmer vote, 
his radical labor leader sponsors are periodically issuing a 
blacklist of members of the House of Representatives who are 
up for re-election or seeking a nomination in the primaries. 
This blacklist utterly ignores any act any member of the House 
performed in favor of American agriculture unless he also voted 
for the Howell-Barkley bill. No matter how strong a legis- 
lative friend of the American farmer he may be, in the La Fol- 
lette labor blacklist he is turned down unless he voted for the 
Howell-Barkley bill. 

The American Economic Institute believes that the enact- 
ment of the Howell-Barkley bill would be a step backward by 
at least thirty-five years, and that the cost of the railroad strikes 
under the weak conciliation plan proposed would cost the coun- 
try at least a billion dollars a year. Speakers representing the 
Institute are explaining this fact to the farmers of the radical 
northwest states, along with an analysis of the latest radical 
railway labor union blacklist, dated August 23, and covering 
the states of Arizona, Colorado, Louisiana, Michigan, Massa- 
chusetts, Georgia, Vermont, Washington, New York and New 
Jersey. 

The blacklist approves or disapproves on the strength of 
the record “on such important measures as the Mellon plan, 
the ship subsidy, relief for the farmers, the Cummins-Esch bill, 
the Howell-Barkley bill providing for the abolition of the Rail- 
road Labor Board, the child labor bill, and other legislation of 
like character.” It is remarkable, however, as far as the record 
on farm relief goes, that the radical railway labor sponsors of 
La Follette have blacklisted some of the leaders in the move- 
ment to enact farm relief legislation at the present Congress, 
but in no case has a man been blacklisted if he voted for the 
Howell-Barkley “return to strikes” measure. 

In the state of Wisconsin the entire delegation of twelve 
members voted for the Howell-Barkley bill and, consequently, 
are all indorsed by the representatives of the four railroad 
brotherhoods who are seeking the La Follette election. But 
of the twelve, seven voted against the farm relief measure. 
Representatives Cooper, Nelson, Lampert, Browne and Frear 
voted for the McNary-Haugen bill. 

In Colorado, Representative Taylor is indorsed by the rad- 
ical labor leaders because he voted for the Howell-Barkley bill. 
He is not recorded as a friend of the farmers by his vote on 
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the McNary-Haugen measure. Representative Timberlake, one 
of the firmest supporters of the McNary-Haugen bill, is black- 
listed by the La Follette radical leaders. 

Five of the congressmen from Louisiana are indorsed for 
re-election. All five of them voted for the Howell-Barkley bill. 
Four of them voted against the farm relief measure. Louisiana 
farm organizations have bitterly condemned the Howell-Barkley 
bill. 

In Michigan the radical labor leaders have indorsed Clancy, 
Woodruff and James as being the only members of that dele- 
gation voting for the Howell-Barkley bill. Of the trio, Clancy 
voted against farm relief; and three men who voted for the 
MeNary-Hougen bill—Mischner, Cramton and McLaughlin—are 
blacklisted and a special plea made to defeat them. 

Representatives Connery, Tague and Gallivan are the only 
three members of the House in the Massachusetts delegation 
indorsed by the radical labor leaders for re-election. They all 
voted againsnt the McNary-Haugen bill. Representative Greene, 
who voted for the McNary-Haugen bill, is blacklisted by the 
La Follette radical labor leaders because he voted against the 
Howell-Barkley bill. He is the only man of the Massachusetts 
delegation who voted for farm relief. 

The La Follette radical labor leaders indorse the entire 
Georgia delegation, especially Representatives Bell and Larsen, 
but of the nine men thus approved, only one—Representative 
Lankford—voted for the farm relief measure. 

In Washington, the La Follette radical labor leaders are 
making a special fight against Representatives Hadley and John- 
son because they voted against the Howell-Barkley bill. They 
were firm supporters of and voted for the McNary-Haugen bill. 

In New York state twenty men have been indorsed by La 
Follette labor leader sponsors and not one voted for the Mc- 
Nary-Haugen bill. All of them voted for the Howell-Barkley 
bill and of the fourteen members blacklisted in New York all 
voted against the Howell-Barkley bill. ; 

Of the New Jersey delegation, five men have been approve 
by the radical labor leaders, yet none of them voted for the 
McNary-Haugen Dill. 


CONGRESS AND THE RAILROADS 


The Trafic World Washington Bureas 


Advices from Salt Lake City this week relative to a meeting 
there of the Intermediate Rate Association, indicated that a 
drive will be made in the House when Congress convenes De- 
cember 1 for passage of the Gooding long-and-short-haul bill. 
This bill was passed by the Senate and is pending before the 
House committee on interstate and foreign commerce. 

It was announced that J. A. Ford of Spokane, Wash., sec- 
retary of the Intermediate Rate Association, would be sent to 
Washington to aid in the movement to obtain passage of the 
bill. Senator Gooding made a speech in support of the bill at 
the association’s meeting. J. F. Shaughnessy, chairman of the 
Nevada public service commission, was in Washington through- 
out the period the bill was before the Senate interstate com- 
merce committee and the Senate in the last session of Congress. 

It was regarded as probable that the House interstate com- 
merce committee will decide to hold hearings on the Gooding 
bill before taking action thereon. Opponents of the measure 
were not satisfied with the manner in which the hearings on 
the bill were conducted by the Senate committee and it is ex- 


pected that they will request permission to be heard fully by 
the House committee. 


The Hoch-Smith rate revision resolution is pending before 


the Senate and its legislative status is such that it may be 


disposed of quickly by the Senate. The House passed the meas- 
ure and adopted the conference report on it. The report was 
then sent to the Senate in the last hours of the final session 
on June 7, but no action was taken because of the filibuster 
that developed there. All that will be necessary to bring the 
resolution up for action will be for Chairman Smith of the 
Senate interstate commerce committee to submit it to the Sen- 
ate when that body meets in December. 


The resolution could die in the Senate for want of action. 
If Chairman Smith should see fit not to submit the conference 
report for action and no one pressed him to do so, it might 
remain indefinitely in its present status. Representative Hoch 
of Kansas, however is expected to press for action on the 
measure. If the Senate should approve the conference report 
the Commission would have to proceed along the lines provided 


by the resolution, the text of which was printed in The Traffic 
World of June 14, p. 1515. 


The Republican platform declares for a careful and scien- 
tific readjustment of rate schedules with a view to the encour- 
agement of agriculture and basic industries. This is regarded 
as an indorsement of the Hoch-Smith resolution. The Demo- 
cratic platform declares that railroad freight rates should be 
so readjusted as to give the bulky, basic, low priced raw com- 
modities, such as agricultural products, coal, and ores, the low- 
est rates, placing the higher rates upon more valuable and less 
bulky manufactured products. This also is regarded as an 
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indorsement of the Hoch-Smith resolution. Both major parties, 
therefore, are on record as favoring what the Hoch-Smith reso- 
lution would require the Commission to do—if it is possible to 
do it and keep within the interstate commerce law and the 
Constitution. 


With the exception of the Gooding bill and the Hoch-Smith 
rate resolution, it is not anticipated that there will be much 
activity looking toward a revision of the transportation act at 
the short session between December 1 and March 4. The re- 
sults of the election in November will have some bearing on 
the railroad legislative situation. For example, if the La Fol- 
lettes should make gains in their representation in the House 
and Senate, the tendency on their part would be to wait until 
the new Congress convened before pushing their railroad legis- 
lative program. The regular Republicans, with the aid of a 
few Democrats, who blocked passage of the Howell-Barkley bill 
in the last session, will still be able to block action up to March 
4. The bill will be before the House on suspension Mondays, 
but the backers thereof may not demand that it be considered 
then. That will be particularly true if the La Follettes make 
gains in their representation in the new Congress. In that 


event they will probably wait until the new Congress convenes 
and then go to it. 


If President Coolidge is elected and the Republican organ- 
ization obtains a working majority in each branch of Congress, 
which means that there would be a responsible leadership to 
determine where the party is going, it is not expected that re- 
vision of the transportation act will be undertaken at the short 
session. Likewise, if John W. Davis should be elected Presi- 
dent with a working Democratic majority in both branches of 
Congress, any program with respect to railroad legislation would 


naturally be deferred until the new Congress convened after 
March 4. 


The interstate commerce committees will be affected by 
the results of the election in November. There will be several 
vacancies on the House committee, regardless of the results of 
the election, due to the fact that Chairman Winslow and Rep- 
resentative Sanders are not standing for re-election and that 
Representative Graham has resigned. If the La Follettes should 
increase their power in the House they would undoubtedly de- 
mand a reorganization of the House committee and attempt to 
dictate the election of the chairman, as they were successful 
in doing in the Senate last year, when they ousted Senator 
Cummins and made Senator Smith of South Carolina, a Demo- 
crat, chairman of the Senate committee. They also would de- 
mand increased representation on the House committee. They 
are fairly well fixed as to the Senate committee as that com- 
mittee is now organized. There are some who regard it as 
possible that the Republicans may make such gains in the Sen- 
ate in the November election that the Republicans—not the 
La Follettes—will be able to reorganize the Senate committee 
with a Republican as chairman, when the new Congress con- 
venes some time after March 4. This belief is based on the 
assumption that President Coolidge will be elected with a sub- 
stantial majority and carry with him candidates for the Senate 
on the Republican ticket who will be in sympathy with his 
policies. 


N. Y. BARGE CANAL TRAFFIC 


The Trafic World New York Bureau 


Governor Smith of New York, who held a hearing here 
Tuesday on complaints that conditions in the State Barge Canal 
restrict traffic and prevent development of trade with the Great 
Lakes section, declared after the meeting that no facts had been 
brought up which warranted the criticism. He intimated that 
the real source of the trouble was political and that the water- 
way was better maintained and operated than at any previous 
time. 


George T. Clinton of Buffalo, one of the officials of the 
State Barge Canal Conference, which supported the complaints, 
said he had no objections to make against the administration 
of the canal, but asserted that unless it is maintained at a depth 
of 12 feet it will be a failure in competition with the proposed 
St. Lawrence Canal. Other witnesses, operating vessels on the 
canal, testified that it has a minimum depth of 10 feet 6 inches. 
Governor Smith admitted that the channel should be deepened, 
but said that nothing more could be done than at present until 
the state legislature appropriates additional funds for dredging. 


Various witnesses and organizations, who made strong 
criticisms of conditions on the canal last spring, admitted this 
week that considerable improvement has been made since that 
time, and expressed satisfaction with the conduct of the enter- 
prise at present. 


Decision was reached that at the State Barge Canal Con- 
ference to be held in Albany September 12 steps should be 
taken to obtain more funds from the legislature and also to 
solidify the opposition to the St. Lawrence project as a costly 
and impracticable proceeding. 
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Current Topics 
in Washington 


Roosevelt and La Follette.—It may be regarded as insulting 
the dead for anyone to link the names of Theodore Roosevelt 
and Robert M. La Follette, but it is fact that some supporters 
of the latter are asking why anyone should expect him to 
receive fewer votes than went to the Bull Moose candidate of 
1912. From the foregoing it may be inferred that Washington 
is engaged, more or less assiduously, in the usual business of 
wrestling with figures to prove the election is going this way 
or that. It is a fair inference. Some, however, are not going 
as far back as 1912. Some are going back as far as 1892. 
There are a few La Follette men among those who come in 
contact with the newspaper correspondents. Two or three of 
the 200 correspondents have lined up in support of La Follette. 
The others are taking sides, as much as they usually do, some 
for Coolidge and some for Davis. One of the things that is 
getting itself settled in their minds is that La Follette is not 
going to be as great a figure in the returns as he has been 
in the news dispatches. A common idea is that, at the far out- 
side, he will poll 3,000,000 votes. That figure is arrived at in 
this way: In 1920, Debs polled 919,799 ‘votes. With great gen- 
erosity on the part of the talkers, that is usually converted 
into a million. It is easier to say and hurts no one, in a prac- 
tical way. Cox got 9,147,353, roundly ten times as many. 
Harding received 16,152,200, roundly eighteen times as many. 
In 1920, not all the women who will have an opportunity to 
vote this time could get to the polls. There were legal ob- 
stacles in their way. For that reason, conservative statisticians 
estimated that there will be at least 31,000,000 votes cast this 
year. The three million votes are obtained in this way: Let 
the Socialists double their vote, giving them 1,800,000; then 
add 200,000 women who could not vote in 1920; then add 1,000,- 
000 as the maximum following personal to La Follette. That 
would be almost ten per cent of the minimum total. Those 
who go back to 1892 are inclined to give La Follette not much, 
if any, more than 2,000,000 votes. They recall that, in 1892, 
the People’s Party was much greater as a figure than the Social- 
ists were in 1920. It had carried more states than the Non- 
Partisan League has carried. In that year, General Weaver, 
its candidate for the presidency, carried Kansas, where the Dem- 
ocrats did not put up a ticket, Colorado, Idaho, Nevada and North 
Dakota. The Democrats stepped aside in a number of states 
so as to give him the right of way, because he was pulling, 
as a rule, from the Republicans. For instance, in Idaho, Grover 
Cleveland got two votes. In California, Weaver pulled enough 
away from the Republicans to permit Cleveland to carry it by 
212. But there is no such co-operation between the Democrats 
and La Follette this year. It would be too dangerous, it is 
believed, to Davis, for him to do anything of that kind. Only 
the Socialists have given La Follette the right of way. They 
approve him. So far as they are concerned, his views were 
“made in Germany” by a man who took a respectable German 
name, “Marx,” instead of his own, to attach to his new com- 
man, “Thou shalt steal from him who hath been thrifty, to the 
end that thou mayest have just as much as he, though thou 
hast saved nothing.” They have made no nomination. Eugene 
Debs recommended leaving the way clear for him. The sug- 
gestion is made that, if Davis even hinted at an arrangement 
such aS was made by some Democrats in 1892, he would lose 
the support of many conservative Democrats, without being sure 
La Follette could or would deliver anything to him. The few 
La Follette men in Washington figure that La Follette will do 
as well as Roosevelt did. In 1912 Roosevelt and Taft divided 
the Republican vote in the ratio of 42 for Roosevelt and 35 
for Taft. However, the failure of the farm bloc senators to 
follow La Follette en masse has suggested that the members 
of the bloc have heard from home and the folks have not 
learned even to say La Follette, much less to say vote for him; 
hence the enthusiasm of Capper and other members of it for 
Coolidge, their nominal leader, while La Follette was their real 
leader. Three million votes, it has been suggested, could be 
distributed in such way as to do incalculable harm to one or 
the other of the leading candidates. That is always the way, 
but seldom is such a distribution made. For instance, 25,000 
votes properly distributed in 1896 would have elected Bryan 
instead of McKinley. 





Waste of Time.—Every now and then comes an example of 
how time is wasted in Washington by those who are drawing 
pay from the government. Take, for instance, Secretary Work’s 
inquiry as to whether he was authorized to accept passes from 
common carrier railroads in exchange for passes on the Alaska 
railroad, the white elephant owned by the government. He 
asked the Attorney-General and the latter, as bound by law, 
answered ‘No,” using more words, however, than should have 
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been employed. A cabinet officer, such as Work, who does not 
know enough about the fundamental law to know that a federal 
official may do only what some statute authorizes him to do, it 
might be suggested, ought to be sent back to the work he was 
doing before he entered the cabinet. Yet there are and have 
been other public men who have hardly been able to grasp the 
idea. The late Theodore Roosevelt more than once asked why, 
if a thing was not forbidden, he could not do it. His two years 
as governor of New York, apparently, impressed on him the 
fact that a state could do the things that were not forbidden, 
but did not tell him that the federal union could do only those 
things it was authorized to do. That was the fact notwith- 
standing that, before he became governor, he had been a civil 
service commissioner and assistant secretary of the navy, fed- 
eral offices in which it would seem he should have had that 
distinction between the power of the state and federal govern- 
ments impressed on him in an indelible way. 





Wails from German Shippers.—Germany’s railroads, accord- 
ing to the analysis of the Dawes plan made by the transporta- 
tion division of the Department of Commerce, are to pay 36.4 
per cent of reparations that are to be made to the allies. The 
first year they are to pay 350,000,000 gold marks and a trans- 
portation tax of 250,000,000 marks. The payments are to in- 
crease, as to interest, until, in the fourth year after the plan 
goes into effect, they will be paying 660,000,000 marks as in- 
terest and 250,000,000 marks as a transportation tax. The 
stabilized mark is worth the same as a shilling, or, roughly 
speaking, twenty-five cents. The increase in rates, therefore, 
at the end of the fourth year will have to be large enough to 
bring in 910,000,000 marks, or, roughly, $225,000,000 a year. 
Germany’s railroads—that is, those belonging to the state—are 
valued at 26,000,000,000 gold marks, or 500,000 marks per 
kilometer. The government is to go out of the railroad busi- 
ness, its properties being turned over to a corporation, which, 
in addition to the tangible property, is to have the sole right 
of building extensions. In addition to the reparation payments 
in the form of interest and the transport tax, the transportation 
donkey is to bear the additional burden of payments to a sink- 
ing or amortization fund. The government is to have no con- 
trol over rates except to prevent discrimination—that is to say, 
the regulation statute is to consist of the third section, which, 
in England, is the section that defines a reasonable rate. 





Golf, Demurrage and Rates.—Time was when the talk on 
the eighth floor of the Commission building was chiefly about 
demurrage, reparation and combination of intermediates. The 
eighth floor is the place where the Commission xeeps its ex- 
aminers. Irreverently it is called reparation alley. But things 
have changed. The old-time equipment of an examiner’s office 
was records made by stenographic reporters. Now it is a rarity 
when the equipment of an examiner’s room does not corsist, 
in addition to the transcripts, of a bag of.golf sticks. Mackley 
and Fleming are the veterans in golfing among the examiners. 
It is becoming so much of a rash that it is suspected that John 
Money may be found at 4:30 in the morning at the Rock Creek 
course. Felix Early is one of the experts at the Indian Springs 
course, where the golf pills of Commissioner Lewis and Frank 
Stratton show an extreme fondness for the pond. Chief Exam- 
iner Butler is accused of making the Indian Springs course in 
89 (see Note A). So virulent is the attack on the examiners 
that there is an expectation that the long, solemn, and diffident 
Burnside, encased in knickers, soon will be lifting the pill for 
a birdie. Note A—nine holes. 





More Soviet Disillusion.—Inasmuch as the La Follette party 
stands for government ownership and operation of the railroads, 
a report that Fannie Hurst, the novelist, has come out of Russia 
disillusioned and sickened over the actual working of com- 
munism, may be of more than ordinary interets to those who 
had experience with government operation of railroads in the 


“war period. The writing woman is said to be convinced that 


the poor Russian, in trading the tyranny of czarism, jumped 
from the frying pan to the fire; that the fanatics in 2ontrol 
of Muscovy constitute a “great beast, half stupid, half mad;” 
and that the exchange was from a czarist tyranny, which did 
not leave the whole country prostrate, for one of brutality and 
ignorance. She is reported as saying that in everyone’s face 
in Russia one sees nothing but “fear, overwhelming fear,” of 
the rule of the proletariat. Men of the south, who know the 
negro, can well understand that. They know there is nothing 
more cruel than the tyranny one poor negro exercises over 
his fellows when he gets the opportunity. Fannie Hurst’s dis- 
illusionment follows on the heels of that of Emma Goldman. 
who joyfully went to Russia, her native land, to the state set 
up on the theory that, were capitalism abolished, every tan 
would work joyfully for the benefit of the community and all 
those placed in authority would be angelic and give everyone 
his equal share. Miss Hurst is said to have found the lowest 
of the low in command, every day illustrating the truth of the 
old observation about the folly of putting a beggar on horse- 
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back; initiative crushed and all compelled to depend on a cor- 
rupt government organization for the essentials of life and 
well being. Those who dealt with the Railroad Administraticn 
in the days when those composing it thought Americans would 
stand an autocracy, it is believed, can imagine the beauties of 
depending on a government organization for a “square tical” 
in the distribution of transportation, even when the possilLility 
of an enemy at the door tended to keep the members of spch 
an organization within bounds. 


Hoover’s Ideas of Dawes Plan Benefits—Herbert Hoover, 
Secretary of Commerce, can see only good flowing from the 
acceptance and enforcement of the Dawes plan for geiting 
reparation for the allies from Germany. His fundamental idea, 
from the American point of view, is stimuiation of American 
export trade through the stabilization of exchange and a world- 
wide expansion of business, out of which the United States will 
get its share. It will put Germany back to work. The first 
result when Europe is active is an increased demand for more 
animal food, as distinguished from other kind of foodstuffs, 
from America. Stabilization of exchange, as he sees it, will 
result in a demand for the capital stored in this country. Some 
of it is European money that found refuge in this country be- 
cause its owners were afraid to invest it in Huropean enter- 
prises. Withdrawal of capital from this country, for profitable 
employment abroad, as he sees it, cannot harm this country. 
There is a danger of mere inflation arising from the possession 
of the immense stock of gold—that is, an inflation without any 
real increase in the amount of business. Interest rates, he 
thinks, will go up as a result of the prospective outflow of cap- 
ital, his reference being, of course, to the interest rates }yaid 
in New York, for rapidly moving money, and not necessarily 
the interest rates on time loans. The mere nrospect of stability 
in Europe, it is his thought, will increase employment in mere 
anticipation of better times. Anticipations themselves, he has 
pointed out, frequently increase stability—that is, folks go for- 
ward with long-planned enterprises ahead of the actual execu- 
tion of plans for stabilization, thereby themselvas producing 
steadiness. Secretary Hoover, in the eyes of taany Americans, 
knows more about Europe and the things that are good or bad 
for it than any other American in public life, if not more than 
any other American. Another thought concerning him is that, 
while he is in public life, he expresses views on such questions 
without being influenced by the politician’s desire to make a 
good impression on the voter, his partianshiy being so ill-defined 
that, for a long time, it was unknown whether he was a Demo- 
crat or a Republican. A. ®.. FF. 


ALLEGES PATENT ERRORS 


The Trafic World Washington Bureau 


Arthur B. Hayes, counsel for the complainant, has asked 
for rehearing in No. 13992, Cream of Wheat Company vs. Atchi- 
son, Topeka & Santa Fe et al. (91 I. C. C. 45), on two broad 
grounds—first, that the Commission failed to follow its previous 
decisions, the decision in one very controlling case having been 
twice considered, the second decision having broadened the ap- 
plication of the first decision, and second, that the decision in 
the case at bar was contrary to and at variance with the facts 
therein stated, at variance with almost universal custom and 
contrary to the law heretofore announced by the Commission. 

The important case which it was contended was not fol- 


lowed was that of Davis Milling Company vs. A. T. & S. F., 
unreported opinion No. 398, and 39 I. C. C. 198. In that case 


the Commission held unreasonable and unduly prejudicial rates ° 


on pancake flour to the extent they exceeded the rates on 
ordinary flour. Mr. Hayes claimed that in that case the undue 
prejudice against the pancake flour flowed from the fact that 
buckwheat and other flours used in making pancakes were 
given the ordinary flour rate, while the particular pancake flour 
involved in the Davis case was required to pay higher rates. 

The Commission tried to distinguish the Cream of Wheat 
case from the Davis case, but Mr. Hayes contended that in 
undertaking to distinguish the Davis case from the Cream of 
Wheat case the Commission did not follow the Davis case as 
reported, but undertook to distinguish it on the ground that 
in the instant case it had not been established that there was 
substantial competition between Cream of Wheat and flour. 
notwithstanding that in some of the secondary uses, such as 
the making of pancakes and waffles, Cream of Wheat dis- 
placed and to that extent competed with flour. Such compe- 
tition, the Commission said, was not comparable to that exist- 
ing between ordinary and prepared flour, “and this case is 
therefore clearly distinguishable from the Davis Milling Com- 
pany case.” 

In his application for rehearing, Mr. Hayes pointed out that 
in the Davis case the Commission held the rates on pancake 
flour unreasonable to the extent they exceeded the rates on 
ordinary flour and unduly prejudicial because the rates on pan- 
cake flour exceeded the rates on buckwheat flour and corn- 
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meal, commodities uSed to a large extent in the making of 
pancakes. 

In the case of Cream of Wheat, he pointed out, there was 
competition between Cream of Wheat on the one hand and 
ordinary flour on the other and between Cream of Wheat on 
the one hand and pancake flour on the other, while in the case 
of pancake flour the competition was confined almost wholly to 
ordinary flour in that it could also be used in the making of 
pancakes, while the pancake flour could be used only for pan- 
cakes. 


A further point made by the application for rehearing was 
that Cream of Wheat was merely one of many trade names 
for middlings or farina and that middlings by other names, 
such as wheat grits or Wheatena, was transported at the flour 
rates; in other words, that the case was decided as if the trade 
name applied to the product (the name not concealing the 
nature of the product) was a factor to be considered in the 
making of the rates. He pointed out that packers of middlings 
on the Pacific coast and other points could bring middlings 
from the same mill in Minneapolis or St. Paul, where the com- 
plaining company procured middlings, to their plants, put it 
into packages the same as Cream of Wheat and ship it at the 
flour rates. He also cited, from the record, the acts of: the 
carriers, instructing their agents to give Cream of Wheat a 
combination of flour rates to the Pacific coast, in which there 
was recognition of that product as a form of wheat flour, one 
of his contentions being that it was an unfinished flour sub- 
jected to a shorter manufacturing process than flour and then 
shipped, without further processing, other than sterilization, to 
which process flour was also subjected. 

The Commission, in deciding the case, held it was improper 
for the Cream of Wheat Company to bill its product as “wheat 
grits.’ Mr. Hayes, in his petition, pointed out that the com- 
pany did not bill its traffic as wheat grits but as “Cream of 
Wheat—wheat grits.” He said the history of the case would 
certainly convince the Commission that it was in error in hold: 
ing that that style of billing was improper. He recited the 
facts about proceedings before the Transcontinental Freight 
Bureau, in which a carrier, member of that bureau, asked that 
all the cereal food products be given the flour rates, which 
covered “wheat grits,” by name. In addition to that, he said, 
that that bureau instructed its members to give Cream of Wheat, 
westbound to the Pacific coast, the benefit of a combination 
of flour rates and that that combination of rates was later 
given via all lines members of the Countiss bureau. He said 
there was ample authority for the billing of Cream of Wheat 
to Portland, Ore., in the way it was billed. He said it would 
have been proper and sufficient to have billed it as “wheat 
grits” without mentioning the trademark name. 





INTERCHANGE OF PASSES 
The Traffic World Washington Bureau 


Attorney-General Stone, answering an inqgiury on the sub- 
ject by Secretary of the Interior Work, has ruled that the law 
does not permit Mr. Work to interchange passes with common 
carriers in the continental United States, on account of the 
government-owned Alaska railroad. The last mentioned, the 
attorney-general said, was not subject to the interstate com- 
merce law so long as it was operated by the government. In- 
asmuch as the interstate commerce law is the only statute that 
authorizes common carriers to interchange passes, passes 1S 
sued on account of the Alaska railroad would be without author- 
ity in law. The common carriers subject to the interstate com- 
merce law are without authority to issue passes except to their 
own officers and employes and officers and employes of other 
common carriers, except under unusual conditions specified in 
the act. 


That the Alaska railroad is not subject to the interstate com- 
merce law, the attorney-general pointed out, was clearly shown, 
were there any question on that head, by the fact that act of 
1924, pertaining to that road, authorizes the President to estab- 
lish rates for freight and fares for passengers, and the further 
provision that in the event of a lease of the railroad being 
executed by the government to a company or individual it should 
be operated under the provisions of the interstate commerce 
law. In summing up his discussion of the question raised by 
Secretary Work, Mr. Stone said: 


The Secretary of the Interior is limited and restricted in issu- 
ing passes over the Alaska Railroad to officers and employes of 
the road and their families and prohibited from issuing passes to 
any other persons. 


The Secretary of the Interior is not authorized to interchange 
passes for officers, agents and employes of common carriers and 
their families. 


There is no provision contained in either the interstate com- 
merce act or in the Alaska Railroad act of March 12, 1924, author- 
izing common carriers to issue to the Secretary of the Interior 
passes for his own use over their lines of railroads in exchange 


for passes issued by the Secretary of the Interior over the Alaska 
Railroad. 
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CEMENT CHANGES APPROVED 


Tine Commission, in its mimeographed report on I. and S. 
No. 2143 (see Traffic World, August 23), authorized the carriers 
to reduce rates on cement from Illinois and Missouri producing 
points to stations on the Louisville, Henderson & St. Louis so as 
to bring them into line with the readjustment made as a result 
of the decision in Atlas Portland Cement Co. vs. Chicago, Bur- 
lington & Quincy, 81 I. C. C. 1, and reductions from Buffington, 
Ind., to stations on the L. H. & St. L., made by carriers serving 
that point. The Buffington rate was reduced on account of the 
construction of large dams and other engineering works, along 
the Ohio river, by the United States government. The suspended 
schedules make lower rates applicable from other producing 
points and over all routes. Because they were not originally 
applicable from St. Louis they were protested and their suspen- 
sion procured by the Missouri Portland Cement Co. Since the 
original publication, the carriers have filed tariffs putting in 
lower rates from St. Louis, effective date September 1. The 
carriers pointed out corrections to be made, resulting in further 
reductions and bringing all the new rates into compliance with 
the law. The Commission said the corrections should be made 
without delay. They would not, it said, reduce rates from the 
points named to or below the St. Louis level. 


RATES ON LUMBER 


In a mimeographed report on I. and S. 2098 and 2174, the 
Commission has held not justified proposed rates on lumber 
and forest products from Baltimore, Philadelphia, Jersey City, 
New York City and Poughkeepsie to destinations in Pennsyl- 
vania and New York. The condemnation also extends to pro- 
posed increased rates from Baltimore to New Jersey destina- 
tions. 

It has vacated its suspension order as to proposed reduced 
rates from Baltimore and Philadelphia to northern New Jersey 
destinations. Suspended schedules are ordered canceled in all 
other respects. Relief was denied in fourth section order 8997, 
as of December 22. 

The purpose of the revision condemned was to establish a 
relationship between the rates from the ports, on the one hand, 
and from Poughkeepsie, on the other, which would permit 
Poughkeepsie to compete with the ports in the distribution of 
lumber, chiefly that from Pacific coast ports, to points in trunk 
line territory, and particularly to the anthracite coal regions 
where there was a large consumption of lumber for both mining 
and house building. 


All the railroads, except the New Haven, participated in 
schedules filed in I. and S. No. 2098, carrying rates from the ports. 
After the hearing on those schedules the New Haven filed sched- 
ules proposing increases from Poughkeepsie. Those schedules 
were suspended in I. and S. No. 2174. 


The Commission said the prorosed rates covered practically 
all kinds of lumber and were intended mainly for application to 
water-borne lumber which had originated on the Pacific coast. 
It said that owing to the decreasing supply of yellow pine from 
the south and the cutting out of the hemlock in the eastern 
states, there had been a large increase in the use of Pacific coast 
lumber since the opening of the Panama canal. It is taken to 
the ports and to Poughkeepsie for distribution. Baltimore and 
Poughkeepsie, it said, were the large points of distribution but 
that the Philadelphia lumbermen contemplated the establishment 
of the largest storage yard in the world. 

According to the report, the New Haven, with the short 
route to Scranton, an important point in the anthracite field, 
maintained a rate less than sixth class. The New York Central 
maintained the higher sixth class rate over its longer route, 
the two routes being 139 and 216 miles. 

The Dutton Corporation, with yards at Poughkeepsie, in 
1921 and 1922, tried to obtain rates over the New York Central. 
The latter, the report says, due to its desire to get some of the 
traffic to the anthracite region and to meet the wishes of the 
Dutton Corporation, appeared to have obtained the “reluctant 
consent” of the New Haven to a revision which involved an 
increase Of rates from Poughkeepsie so as to make it unneces- 
sary for the New York Central to reduce a rate of 21.5 cents from 
New York. That road could not publish rates from Poughkeepsie 
: meet the New Haven rates without either reducing the New 
a rate or departing from the fourth section over its route 
: rough New York terminals. The revision, the Commission 
— seemed to have been dominated by the New York Central. 
+ scheme, the report said, was to reduce the New York 
th — rate from Poughkeepsie to 21.5 cents and to increase 
ns hres from that point over the New Haven from 18 and 19 
a 8, the rate being dependent upon the delivering line, to 21.5 
ents; and to raise the rates from Jersey City and Philadelphia 
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from 16 to 19 cents and from Baltimore from 18.5 to 21.5 cents. 
To a small territory west of Scranton, the rate from Baltimore 
was increased from 18.5 cents to 19 cents and to a few destina- 
tions in Pennsylvania no changes were proposed. 

Respondents also proposed advances and reductions from 
Poughkeepsie, Baltimore and Philadelphia to destinations in 
northern New Jersey. The changes from Poughkeepsie became 
effective April 5, 1924. The Commission said that so far as 
could be determined from the record the changes to New 
Jersey territory from Baltimore and Philadelphia had nothing to 
do with the proposed revision from the other points of origin, 
to the hard coal territory. The rates from Baltimore to north- 
ern New Jersey were generally reduced from 21.5 to 20.5 cents. 
No objections were made to the reductions. To some points in 
New Jersey the rates from Baltimore were increased from 20.5 
to 25.5 cents. No justification, the report said, was offered for 
such increases. : 

The Commission said the relationship could as well have 
been established by reducing rates from Poughkeepsie, except 
for the attitude of the New York Central. It said that to attempt 
to base the entire revision of the rates from the ports and from 
Poughkeepsie on the long mileage and expensive service in the 
congested New York terminals was unjustified. 

The Commission said the revision appeared to be primarily an 
attempt of the New York Central to obtain a share, if not a major 
part, of the lumber traffic from Poughkeepsie to the anthracite 
region. In order to obtain that traffic it was unwilling that any 
of his revenues should be decreased, but on the contrary, the 
Commission said, it had insisted upon an increase in rates from 
Poughkeepsie so that the level of rates via New York might 
be maintained over circuitous New York route, instead of on the 
short route of the New Haven. 

“In order to accomplish the above result and to remove 
what the carriers have considered to be an undue prejudice 
against Poughkeepsie, the New York Central has prevailed 
upon the lines serving Baltimore, Philadelphia and Jersey City 


to increase materially the rates from those points,’ said the 
Commission. 


CHANGE NOT JUSTIFIED 


The Commission, in a mimeographed report on I. and S. 
No. 2110, beets and carrots from Texas to eastern destinations, 
has found not justified a proposal to change the commodity 
description of beets, carrots and parsnips, from Texas points 
to eastern destinations, ordered the schedules canceled and 
discontinued the proceeding. The carriers claimed the change 
would be in the interest of clarity and would not make any 
change in the applicable rates. The Commission disagreed 
with them. It said the change would cause an increase on those 
lines which had correctly interpreted the existing description 
and no justification for increased rates had been offered. 

At present the descriptions provide rates on beets, carrots 
and parsnips “with tops” and “without tops.” It was proposed 
to add to the present description of “beets, with tops” the 
words “or clipped tops,” thereby making beets and the other 
vegetables mentioned with clipped tops take the rates applica- 
ble on beets with tops. 

According to the Commission’s report, rates on beets, using 
beets as a word to describe the three kinds of vegetables in- 
volved, coming from the Rio Grande Valley, for eastern des- 
tinations, are made by combinations on the Mississippi. At the 
river arbitraries are added to the base rates from Texas and 
other points of origin in the west and south, There are two 
sets of the arbitraries, one set for “beets, with tops” and the 
other for “beets, without tops.” The minimum for beets with 
tops is 20,000 pounds and without tops 24,000 pounds. 

As a general rule, beets without tops are those allowed to 
ripen in the field to store for winter. The beets from the Rio 
Grande Valley, the Commission says, are not thoroughly ripened 
for winter use, but are fresh or green vegetables for immediate 
use. It said that it appeared that from other fields fresh beets 
were shipped with tops on. No dried or winter beets, it said, 
were shipped from the Rio Grande Valley. Such beets come 
from other districts, as, for example, from New York and 
Michigan. 

From California, Louisiana and Alabama, for example, it 
says, fresh beets are packed in ice and shipped with tops in- 
tact. On the shipments from Texas, however, the top icing 
method of loading and packing was in use. In addition, it said, 
the shipments were often pre-cooled and dipped in water. The 
Texas growers, it said, found that the beets kept better and 
were more satisfactory for marketing, with the tops clipped. 
Such clipping leaves only thrée to six inches of the leaf stems 
to permit tying in bunches. The Rio Grande people have built 
up a demand for beets so treated. This method, the report 
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says, delays decay because the tender leaves, the first part 
to show decay, have been removed. On such shipments claims 
for damage on account of deterioration, the report says, have 
been few. Beets with clipped tops, it says, load to about 
26,000 pounds. 

Carriers west of East St. Louis, the report says, have al- 
ways interpreted the present tariffs of “beets, without tops,” 
to include the beets as shipped from Texas, and are willing 
to continue doing so. Eastern lines, except the Boston & Albany, 
are insisting upon the proposed change. The record further 
shows, the report says, that in 1922-3 about half the eastern 
lines applied the rates on “beets, without tops” to the Texas 
shipments, while the others applied the rates on “beets, with 
tops.” 

The Commission said it was clear that the beets shipped by 
Texas were green vegetables, with their tender, leafy tops re- 
moved and within the description of “beets, without tops.” It 
said that the suspended schedules provided a description of 
beets, with clipped tops, to take the same rate as beets with 
tops. That, it said, would effect increase in rates properly ap- 
plicable under the present description and would result in un- 
authorized departures from the aggregate of intermediates pro- 
vision of the fourth section. It said the reasonableness of the 
rates applicable on beets was before it in another docket, No. 
15959, Theodore Carfiel and Louis Morris et al. vs. New York 
Central et al. It said it would not decide that question in this 
case. 


FERTILIZER INCREASES FORBIDDEN 


The Commission, in I. and S. No. 21038, Fertilizer from New 
Orleans and Related Points to Louisiana, mimeographed, found 
increased rates on fertilizer from New Orleans and related points 
to Louisiana destinations, not justified, ordered the schedules 
cancelled and discontinued the case. The schedules, when filed, 
covered import, proportional and coastwise rates, on traffic in- 
tended for beyond the ports. At the hearing the carriers elimi- 
nated the coastwise and proportional rates, leaving in issue only 
the rates on imported fertilizer and fertilizer materials. 

Suspension of the schedules was brought about by the New 
Orleans Joint Traffic Bureau, the Louisiana Farm Bureau Fed- 
eration, the Shreveport Chamber of Commerce and those di- 
rectly interested in the transportation of the commodities men- 
tioned. Some of the carriers obtained permission, while the 
case was on, to cancel the coastwise and proportional proposals. 

The suspended rates on imported fertilizers and materials, 
the Commission said, applied from shipside and included han- 
dling charges. The existing rates do not include handling 
charges, which amount to about 3% cents per 100 pounds. The 
Commission said that so far as the mere level of rates was con- 
cerned, the rates proposed generally carried forward the exist- 
ing rates with 3% cents added to cover the handling charges. 
Such rates, it said, were not attacked by the protestants. 

On other rates, however, it said, the increase was greater, and 
without justification. Some of the schedules, it said, made 
changes not only in the existing levels but eliminated certain 
commodities that moved on existing rates, such as blood phos- 
phate rock, phosphate of ammonia, rape meal, and tankage. 
Speaking generally, it said, the minimum was 30,000 pounds, 
whereas the suspended schedules, generally, raised the mini- 
mum to 50,000. 

The Louisiana Farm Bureau Federation showed, the Com- 
mission said, that while it had always attempted to aid the car- 
riers in the full use of equipment and frequently loaded cars to 
110 per cent of marked capacity, nevertheless had many mem- 
bers and there were many communities served by it which were un- 
able to buy and use 50,000 pounds. Those members and com- 
munities, it said, were the very ones whose lands most needed 
fertilization. 

In disposing of the case the Commission said the record in- 
dicated that rates on fertilizers and fertilizer materials, from 
New Orleans and related points, to Louisiana destinations, were 
in need of adjustment, both domestic and import. The present 
attempt, it said, had been abandoned by the carriers as to 
coastwise and proportional rates. It said the railroads had not 
satisfactorily explained the reasons for changes in commodity 
lists applying to imports, or the changes in minimum weights. 
It said the carriers, apparently, were under the impression that 
import rates applied mainly to fertilizer factories, but the fact 
seemed to be that many of the items listed in the schedules 
moved directly from shipside to the farms. 


COMBINATION RULE REMAINS 


The Commission, in I. and S. 2137 (mimeographed), has 
found not justified, the proposed cancellation of the combination 
rule in connection with rates from the south and southwest, on 
cotton and cotion linters, to northern and eastern destinations. 
It said the rule might be objectionable in its application to 
cotton and linters, but that that alone did not justify its can- 
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cellation, which would result in higher rates “in innumerable 
instances.” 

The Commission’s decision makes clear, it is believed, that 
the carriers will not be permitted to get rid of that Railroad 
Administration day device unless and until they provide joint 
rates no higher than those which would result from the use of 
the rule in Jones’ I. C. C., U. S. 1, the official designation of the 
rule published by Kelly and frequently designated the Kelly rule. 

In its report the Commission said a witness for the South- 
ern Freight Association testified that the proposed cancellation 
was designed to follow the suggestion of the Commission made 
informally to the carriers. 

In answer to that the Commission said “the suggestions to 
the carriers by our Bureau of Traffic clearly did not contemplate 
increases in rates by the cancellation of the application of the 
combination rule, nor could inference be drawn from those sug- 
gestions that authorization was given for the establishment of 
rates in lieu of the combination rule that would be objection- 
able to shippers. The carriers are here proposing the cancella- 
tion of the application of the combination rule without first pro- 
viding joint through rates for application in the absence of that 
combination rule. Innumerable instances are cited where the 
absence of the combination rule on cotton and cotton linters mov- 
ing through New Orleans would result in substantial increases 
in rates.” 

Attention was called to the Sligo Iron Store case, 62 T. C. C., 
and 73 I. C. C., 551, as if the tariff situation that caused the 
Commission to make that decision was the one that would pre- 
vail, as to cotton and linters moving through New Orleans. 
The Commission added that numerous instances were cited 
where rates would be increased through Memphis and other gate- 
ways if the proposed cancellation were allowed to take effect. 

Respondents took the position that the increases would be 
paper rates, that is, rates on which there would seldom, if ever, 
be any movement. Therefore, the Commission said they did not 
attempt to justify any of the increases, claiming that, inasmuch 
as they would be paper rates, they needed no justification. 

“The burden is clearly upon the carriers to justify increases 
in rates of whatever character,” said the Commission. “Pro- 
testants reply that they may at any time, have shipments to or 
from points between which the carriers here propose increased 
rates, and many shipments are now moving through New Or- 
leans via which gateway combination rates would apply, in 
many instances, under the proposed schedules.” 

The carriers suggested that a reasonable time be allowed 
in which the protestants and any other shippers might advise 
from and to what points they desired joint rates, after which 
the cancellation of the application of the combination rule should 
be allowed to go into effect. 

“We cannot view this suggestion with favor,” said the Com- 
mission. “Respondents not only did not justify the proposed 
schedules, but they denied their intention to make such an at- 
tempt.” 

The Commission said the Memphis interests proposed the 
establishment of certain proportional rates to take the place 
of rates made by the combination rule. It said that that method 
was somewhat similar to that followed by the carriers in con- 
sequence of the decision in the National Paving Brick Associa- 
tion case, 68 I. C. C., 213, and 80 I. C. C., 179. It said the same 
method might be serviceable in avoiding the complicated tariff 
situation presented in this case. 


Schedules that were condemned in this case were filed to 
become effective June 1. Protests were made by the Memphis 
Freight Bureau, New Orleans Joint Traffic Bureau and the cham- 
bers of commerce at Shreveport and Natchitoches, La. They 
were suspended until September 29. The rule proposed for can- 
cellation was adopted by the Director-General, in 1918, to modify 
the rigors of the rule in General Order No. 28 requiring each rate 
to be increased. Under the strict rule of the general order the 
increase of a through rate made by combination became much 
greater. than the increase in the joint through rate. Combina- 
tions and joint rates, prior to General Order No. 28, generally, 
were the same. With a view to permitting traffic to move on 
combinations the Kelly rule was devised so as to have only a 
single increase. The single increase on cotton and cotton linters 
was 15 cents. December 1, 1920, the single increase was inflated 
to 20 cents and July 1, 1922, reduced to 18 cents. 

No attempt was made to cancel the rule’s application to com- 
binations between points in Southern Freight Association terri- 
tory. A witness for the carriers, the report said, testified that 
the southern carriers had no intention to cancel the rule, in that 
territory, without first providing joint rates in all instances 
where there was a movement or a contemplated movement. 

The railroads, prior to the publication of the cancellation 
schedules, said they had asked interested parties for information 
regarding the movement of cotton and linters with a view to 
determining from and to what points joint through rates should 
be established before proposing the cancellation. The Rock 
Island testified that it had received not more than ten such re 
quests and in all instances had established joint rates. The Com- 
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mission, however, said that requests had been made for joint 
through rates via New Orleans but that the carriers had not 
yet taken favorable action. In conclusion the Commission said: 


The combination rule as applied on cotton and cotton linters may 
be objectionable, but that alone does not justify its cancellation which 
will result in higher rates in innumerable instances cited by protes- 

nts. 
“3 We find that the proposed schedules have not been justified, and 
will enter an order requiring their cancellation and discontinuing this 
proceeding. 


Commissioner Cox did not participate in the disposition of this 


RATES ON LUMBER 


The Commission, in I. and S. No. 2108, lumber from Ala- 
bama and Mississippi points to C. & O. destinations, has found 
not justified the proposed cancellation of joint commodity rates 
on lumber from stations on the Alabama Central, Alabama, 


RATES ON CORPSES 


Examiner C. I. Kephart, in a tentative report on No. 15109, 
Leroy C. Dunn et al. vs. American Railway Express Company 
et al., has proposed a finding that rates on corpses shipped by 
express are unreasonable to the extent that they exceed double 
first class express rates, minimum 500 pounds. 

The complainants are funeral directors and morticians at 
Des Moines, New Orleans and Washington, D. C. The National 
Funeral Directors’ Association and the National Selected Morti- 
cians’ Association intervened in support of the complaint. 

Examiner Kephart said corpses were usually shipped in bag- 
gage cars, checked at regular one-way adult passenger fare, 
minimum $1.20, provided the remains were accompanied by an 
adult escort holding separate ticket, regular or commutation. 
Weight over 500 pounds is assessed baggage rates. If an escort 
is not available or baggage service is inconvenient, shipment 
may be made by express, the examiner said, adding that ap- 
proximately 12 per cent of the movement was now by express. 

The present charge by express for corpses of adults or 
children, under the express classification, the examiner said, 
is double first class one-way adult passenger fare, minimum $3.30 
for adults and $2.20 for children under 12 years of age, if weight 
does not exceed 500 pounds, excess weight being assessed first 
class rates. 

The examiner said complainants did not deem the express 
charges for comparatively short hauls unreasonable or burden- 
some, but specifically attacked the present basis for long hauls 
and suggested as a basis the express commodity classification 
rather than passenger fares. First class or one and one-half 
times first class rates, minimum 500 pounds, it was testified, 
would afford adequate relief. The examiner said the effect would 
be an increase of the short-haul charges and a decrease of the 
long-haul charges, but that complainants believed that the in- 
creases would not impose any undue burden on the public. 


FRUIT BASKETS OVERCHARGED 


Examiner C. I. Kephart, in a report on No. 15518, Klein- 
Simpson Fruit Company vs. Director-General, said the Commis- 
sion should find that shipments of returned empty fruit boxes, 
in carloads, from Los Angeles, Calif., to Armona, Fowler, Bakers- 
field, Tehachapi, Watsonville, Paso Robles, Lompoc and Swall, 
Calif. in the period of federal control were overcharged and 
award reparation. 

Twenty-five carloads were involved. All but three, the ex- 
aminer said, were loaded to full visible capacity. The testimony 
about the three, he said, was indefinite. The cars that were 
loaded to full visible capacity were loaded to an average of 
14,725 pounds, while the three light loads were 8,000, 9,120 and 
9,120 pounds. The light loads it was specially noted were in 
36-foot cars, but that, Kephart said, did not tell whether they 
were loaded to full visible capacity. They were tendered as 
carloads. The cars were loaded by employees of the complainant 
and unloaded by the consignees. 

From August 28, 1906, to December 30, 1919, the examiner 
said, intrastate rates in California on returned empty boxes were 
published on the basis of 15 per cent of the new package rates. 
New boxes, in Western Classification, were rated third class, 
minimum 12,000, subject to rule 6-B, and first class in less than 
carloads. The classification also carried a fourth class rating, 
L. C. L., on returned second-hand empty carriers, including fruit 
boxes. Under General Order No. 28 minimum class rates of 25 
cents, 17.5 cents and 15 cents were prescribed for first, third 
and fourth class. The 15 per cent of the new package rate was 
Published as an exception. On December 31, 1919, supplement 
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Tennessee & Northern, Birmingham, Selma & Mobile, and the 
Washington & Choctaw to destinations on the C. & O., and the 
proposed cancellation of routing via the Mobile & Ohio in con- 
nection with joint rates on lumber from points on the Gulf, 
Mobile & Northern and Jackson & Eastern, and the proposal 
to restrict the routing in connection with joint rates on lumber 
from stations on the DeKalb & Western, the Mississippi & Ala- 


bama, the Mississippi Eastern, and Mobile & Ohio, to the same 
destinations. 


TRANSIT ON GRAIN 


A finding of non-justification has been made by the Com- 
mission in I. and S. 2102, transit privileges on grain at points 
on the “Katy” of Texas. The carriers proposed the cancella- 
tion of such privileges at points on the “Katy” on grain origi- 
nating at points on or moving via the Rock Island and the 
Chicago, Rock Island & Gulf. 





18 to that exception sheet made the basis for returned second- 
hand empty fruit boxes, one half of fourth class, L. C. L., and 
class B, minimum 12,000, or class E, minimum 30,000 pounds. 

Prior to December 31, 1919, overcharge was alleged to have 
resulted from the application of a carload minimum of 20,000 
pounds, without tariff authority and contrary to section 1 of 
rule 18 of Western Classification, instead of actual weights as 
for L. C. L. shipment. The examiner said that on three light loads, 
the $15 per car minimum was alleged to have been applicable. 
On and after that date, overcharge was alleged to have resulted 
from the application of the class B or class E rate, with its 
minimum weight, instead of one-half of fourth class rates at 
actual weights. 

The complainant contended, the examiner said, that if the 
boxes had been placed on the railroad platform as L. C. L. ship- 
ments and the loading and unloading done by the carriers, the 
rate bases claimed by it would have been applicable. But the 
shippers loaded and unloaded them and higher charges were 
assessed. 

The examiner discussed the classification rules making it 
unlawful to assess charges on L. C. L. shipments higher than 
those which would have accrued had the shipments-been carried 
as carloads. He said all the shipments were subject to minimum 
carload weights and charges in excess of the carload minimum 
weights subject to the $15 per car minimum, constituted over- 
charges which should be refunded. That referred to shipments 
prior to December 30, 1919. Subsequent to that date, only ship- 
ments to Watsonville and Swall were involved. He said the 
Commission should find overcharges were assessed in the amount 
of the excess over the charges that would have resulted if the 
same goods had been carried as less-than-carload shipments. 

The complaint alleged unreasonableness Kephart said that 
in view of the findings proposed by him, there was no necessity 
for a finding on the question of reasonableness. 


COAL RATES PREJUDICIAL 


A finding of undue prejudice has been proposed by Examiner 
J. Edgar Smith, in No. 15634, Craney Island Coal Company et al. 
vs. Carolina, Clinchfield & Ohio et al., as to rates on coal from 
mines served by the Carolina, Clinchfield & Ohio, in what is 
known as its group No. 2, along its line from Elkhorn City, Ky., 
to Haysi, Va., to destinations in Alabama, Florida, Georgia, the 
Carolinas and Tennessee. He said the rates were not un- 
reasonable, but for the future would be unduly prejudicial as 
compared with rates to the same destinations, from near-by 
mines in Virginia, served by the same carrier. The complaint 
alleged the rates were unreasonable and unduly prejudicial, to 
the extent they exceded the rates from group No. 1 It asked 
for reparation on shipments since September 1, 1922, reasonable 
and non-prejudicial rates for the future. 

Smith said the mere statement of the complaint disclosed, 
what the record otherwise proved, that what the complainants 
desired was inclusion in group No. 1. For that reason, he said, 
and because there was no indication anywhere in the record 
that the rates under attack were unreasonable, he said that that 
phase of the case would be disposed of at once. He said 
rates from group No. 1 were the results of orders of the Com- 
mission, and were not questioned. He said that, considering 
only the lines involved in the complaint, the extra haul from 
group No. 2 was about 30 miles and the difference in rates 12 
cents. He said the rates, since September 1, 1922, had not been 
unreasonable. 

He said the solution of the problem presented, however, was 
not quite so simple, for the complainants proved that they were 
subjected to prejudice by reason of the differences in rates 
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between the two groups since September 1, 1922, the disad- 
vantage being 12 cents per ton. He said it had to be determined 
whether the prejudice and disadvantage had been or was undue 
or unreasonable, as alleged. 

The examiner traced the development of the group, and the 
Dante field, and pointed out that the defendants had shown a 
willingness to extend the group No. 1 rates 23/35ths of the way 
from Dante to Elkhorn, but that the record failed to show why 
they were reluctant to extend the group the other 12/35ths of 
the way. He said the evidence was perfectly clear, that the 
coals produced in the two groups were of the same grade and 
character, and had to seek substantially the same markets. He 
said that while coal did move northbound through Elkhorn City 
to central territory, the great market for both groups was in the 
southeast. The differentials of 20 and 12 cents, he said, were 
justifiable when originally established, and before the complain- 
ants’ mines had proved their ability to furnish a reasonably 
constant tonnage. He said the Clinchfield conceded that for the 
future the spread should not exceed ten cents. He said the 
Clinchfield gave great weight to the added haul and difficulties 
of operation from group No. 2, southbound, and indicated that 
higher rates were needed from group No. 2 than from No. 1, to 
provide a buffer between group No. 1 and mines served by 
the Chesapeake & Ohio north of Elkhorn City. But, said Smith, 
the fact remained that group No. 1 rates applied from all other 
mines served by the defendant and had been extended, for 
competitive and traffic considerations, to mines served by other 
carriers in southwestern Virginia, so that the group now ex- 
tended over a territory about 50 miles long, east and west, and 
more than 30 miles north and south. 

According to figures submitted by the complainants, the ex- 
aminer said, if group No. 1 rates were given to their mines, 
the average haul from the enlarged group would be increased 
about one mile. But, he said, that regarded mileage alone and 
disregarded weighted mileage. The weighted average haul, 
were the mines of the complainants included in No. 1, he said 
would be increased less than one mile, hence his conclusion 
that the prejudice and disadvantage were undue. 


RULE 77 RATES APPLICABLE 


In a report on No. 15391, Philip Carey Company et al. vs. 
Cincinnati, New Orleans & Texas Pacific et al., Examiner John 
T. Money said the Commission should find rates on prepared 
roofing and allied commodities, from Carthage and Lockland, O., 
to points on the defendants’ lines, in Kentucky and Tennessee, 
intermediate to Knoxville and Chattanooga, unreasonable to 
the extent they exceeded, or, in the future, may exceed those 
to Knoxville and Chattanooga. The complainants, manufac- 
turers of prepared roofing at Lockland and Carthage, O., alleged 
the rates to the intermediate points in Kentucky and Tennes- 
see were unreasonable, and, as compared with rates to Knox- 
ville and Chattanooga, unjustly discriminatory and in violation 
of the long-and-short-haul part of the fourth section. 

The examiner said the rates attacked were the class A 
rates, governed by Southern Classification, ranging from 28.5 
to 33 cents plus a switching charge of $6.30 per car, with addi- 
tional switching charges of 32 cents per ton for shipments 
weighing more than 40 tons, over the Baltimore & Ohio, and 25 
cents per ton for shipments weighing more than 25 tons, over 
the Big Four. 

The Cincinnati rate, under the line-haul carriers’ absorp- 
tion tariffs, was made applicable from Lockland and Carthage, 
the examiner said. That tariff carried a rule 77. The defend- 
ants took the position, the examiner said, that by reason of the 
rates from Lockland and Carthage to points intermediate to 
Knoxville and Chattanooga being published in tariffs different 
from the one naming the rate from Cincinnati in connection 
with which rule 77 was published, the application of rule 77 
from Carthage and Lockland was precluded. The examiner 
said that that position was untenable and that the Commission, 
in all cases except under unusual conditions not in this case, 
had awarded reparation on shipments moving to intermediate 
points under rates that were higher than to more distant points 
where the rates to the latter points were subject to rule 77. 








SPOTTING CHARGE REMAINS 


According to Examiner Myron Witters, who recommended the 
dismissal of No. 12420, Carnegie Steel Co. vs. Director-General, 
Pennsylvania, et al. (See Traffic World, August 23), the gravamen 
of the complaint was undue prejudice. The complaint was filed 
February 24, 1921. It involved the application of the spotting 
charge on ex-lake iron ore, ordered by the Commission in 1917, 
in its decision in Iron Ore Rate Cases, 41 I. C. C. 181, and 44 I. C. C. 
368. The charge is three cents per long ton. Prior to that time, 
generally speaking, there was no separate charge for spotting, 


the rates being whole-service rates, from point of origin to final 
unloading place. 


Witters said the complainant admitted that the charges for 
the movement of cars from its yard E to its gravity tracks were 
such as were contemplated by the Commission in the Iron Ore 
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Rate Cases, but contended that the defendant trunk lines per- 
formed similar or greater services at the Brier Hill and Hazel- 
ton plants of the Youngstown Sheet & Tube Company, without 
charge. 

Witters recited much of the detailed description of the opera- 
tions in the two receiving and one gravity yard of the complain- 
ing company and the two plants of the Youngstown Sheet & 
Tube Company. The trunk lines deliver cars in the two yards of 
the Carnegie Company and then charge for cars taken from those 
yards to the gravity tracks where the motive power of the Car- 
negie company takes them to the car dumpers, The New York 
Central delivers at what is known as D yard, the tracks in which 
parallel the gravity tracks leading to the dumper. The examiner 
said the complainant contended that the spotting charge was not 
applicable for the short movement from the tracks in yard D to 
the gravity tracks. The gravity tracks, it contended, in effect 
were not points of unloading to which spotting charges applied. 

On account of that contention the examiner examined the 
language of the spotting charge tariffs which defined the service 
for which the charge was imposed as “the service of placing cars 
at a point of unloading on private industry tracks at destinations 
shown.” 

“Whille cars placed on complainant’s gravity tracks are not 
at the exact point of unloading, they are substantially so, and 
the gravity tracks may be fairly considered as part of the unload- 
ing device,” said the examiner. ‘When cars are placed on these 
gravity tracks, they are placed at a point of unloading within the 
fair meaning of the tariff provision.” 

The receiving yards of the Youngstown Sheet & Tube Com. 
pany are within the plant enclosure. According to the testimony, 
the trunk lines place the cars within those yards on orders from 
the superintendent of transportation at those plants, usually in 
lots of 100 cars. According to the figures shown by the examiner 
the hauls of the trunk lines to the center of the yards, from the 
property line of the Brier Hill plant, range from 7,800 feet for 
Lake Erie & Eastern, a New York Central subsidiary, to 10,400 
feet for the Pennsylvania. The hauls of the Erie and the Balti- 
more & Ohio are each 8,800 feet. The distances to the Hazelton 
plant range from 7,600 to 8,600 feet. The plant power moves the 
cars to the dumpers. The distance to the Brier Hill dumper is 
1,000 feet and to the Hazelton plant 2,500 feet. 

Charges for spotting were not directly prescribed by the 
Commission. It told the carriers to calculate them on the engine 
hour basis and prescribe them. The complainant submitted tes- 
timony to show that the time used in spotting ore was much less 
than that used in spotting other commodities but the examiner 
said that that did show that the charges assailed were unrea- 
sonable. He said the rates on ore from the Lake Erie ports were 
constructed with a view to a separation of the line-haul and the 


terminal services so as to impose a charge on each. In con- 
clusion he said: 


The gravamen of the complaint is undue prejudice. Com- 
plainant admits that the charges for the movement of cars from 
its yard E to its gravity tracks are such as were contemplated by 
the Commission in the Iron Ore Rate Cases, but contends that the 
defendants perform similar or greater services at the Brier Hill 
and the Hazelton plants without charge. The Commission should 
find that the complainant’s contention is not sustained by the 
record. The nature of the service performed from yard E to the 
gravity tracks is essentially different from that performed in 
placing cars in the receiving yards at the Brier Hill and Hazel- 
ton plants. The former service including the return of the empty 
cars is essentially a spotting service while the latter is a part of 
the road haul. The service from the Lake Erie & Eastern yard D 
to complainant’s gravity tracks and the return of the empties is 
also essentially a spotting service, althongh obviously less in 
amount than the service from yard E to the same point. 

The Commission contemplated that the spotting charges di- 
rected to be established in the Iron Ore Rate Cases should be 
based on cost studies and suggested the engine hour basis as the 
most reasonable method of determining such costs. The cost 
studies upon which the charges assailed are based are not before 
us. Complainant introduced certain estimated costs which, in 
the absence of supporting data, are not helpful. The Commission 
should find that charges assailed were applicable, and not unlaw- 


ful, unreasonable, or unduly prejudicial, and the complaint should 
be dismissed. 


MO. PAC. RATES TOO HIGH 


A finding of unreasonableness and undue prejudice, with 
a recommendation that reparation be awarded, has been pro- 
posed by Examiner Howard Hosmer, in No. 15501, Southland 
Cotton Oil Company et al vs. Alabama & Vicksburg et al., aS 
to rates on cotton seed, from points on the Missouri Pacific 
in northern Louisiana and southern Arkansas, to Jackson, Miss. 
He said the Commission should find the rates from points on 
the Vicksburg, Shreveport & Pacific to Jackson not unreasonable 
or otherwise unlawful. 

The complainants, Southland Cotton Oil Co. and the Delta 
Cotton Oil Co. asked for the establishment of rates from the 
points of origin involved on the basis of the Memphis-South- 
western Investigation scale, commonly called the 9702 scale, with 
an allowance of 20 miles for the Mississippi river crossing. 
The Buckeye Cotton Oil Co., also of Jackson, an intervener, 
concurred in that request except as to the allowance of con- 
structive mileage. The complainants said they were under a 
severe handicap in comparison with their Vicksburg competitors 
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because the latter had the benefit of the 9702 scale and could 
sell oil and by-products of crushing at much lower transporta- 
tion costs than they had to pay. 

The establishment of rates based on the 9702 scale, Novem- 
ber 27, 1928, caused a considerable change in the rates in that 
part of the country. The Vicksburg road adopted that scale 
for territory east of the river but the Missouri Pacific did not. 
It continued on the combination basis which had been in effect 
for many years. 

The examiner said the record failed to show that the rates 
in effect prior to November 27, 1923, were unreasonable or un- 
duly prejudicial. To award reparation on the basis urged by 
the complainants and intervener Hosmer said, would give, in 
effect, the complainants rates lower than Vicksburg had in that 
period. He said the 9702 scale adjustment took away from the 
Jackson mills certain joint and proportional rates from points 
on the Missouri Pacific and that since that time their rates had 
been clearly out of line with those to Vicksburg and points 
west of the river. He said the defendants had shown no reason 
why the spread between Jackson and Vicksburg should be 
greater than under rates for comparable distances in the south- 
west. He said the fact that the V. S. & P. had constructed its 
rates to both places on the basis of the 9702 scale indicated 
that there was no such reason. 

Hosmer said the Commission should find the V. S. & P. 
rates not unreasonable or otherwise unlawful but those of the 
Missouri Pacific, since November 27, 1928, unreasonable, unduly 
prejudicial and unduly preferential to the extent they exceeded 
or may exceed rates to Vicksburg by more than 4 cents. 


MOLLUSK SHELL RATES 


Attorney-Examiner William A. Disque, in a report on No. 
15191, Mississippi Pearl Button Company vs. Atchison, Topeka 
& Santa Fe et al., No. 15193, U. S. Button Company vs. Illinois 
Central et al., and No. 15246, McKee & Bliven Button Company 
vs. Chicago & Northwestern, Director-General et al., said the 
Commission should find rates on clam and mussel shells, from 
points in Illinois to destinations on the Mississippi in Illinois 
and Iowa, not unreasonable or unduly prejudicial. Disque, as 
part of his introductory statements said there was no proof of 
undue prejudice and that that issue might be regarded as having 
been disposed of. He said, immediately after saying that the 
issue of undue prejudice had been disposed of, that the com- 
plainants, manufacturers of buttons, asked for reasonable rates 
and reparation. 

The traffic in question moved from the Peoria group to 
destinations in Iowa and Illinois on class E rates. Contempo- 
raneously, commodity rates applicable to fertilizers and ma- 
terials applied from points in the Chicago district and shells 
were regarded as fertilizer or fertilizer material. The rates on 
the shipments in No. 15191 ranged from 13 to 17 cents, in 1921 
and 1922, when the shipments were made. After the shipments 
moved a commodity rate of 10 cents on fertilizers was estab- 
lished from Chicago to Fort Madison. The tariffs referred to 
classification exceptions which provided for the application of 
fertilizer rates, such as the commodity rate of 10 cents, to 
shells. The carriers claimed they never intended to have the 
rates on shells mentioned in the exceptions applied to anything 
other than to crushed, ground or waste shells, and not to shells 
valuable for button making. 

Disque said the movement of shells was sporadic, seasonal, 
and light, to the button factories, and that they constituted 
a commodity different from the crushed, ground or waste shells 
valuable only for fertilizer, stucco dash or chicken grit. He 
said earlier cases involving the rates were based upon limited 
records and that the record in these cases showed that class E 
rates were reasonable. 

Mr. Disque also wrote a proposed report in No. 15333, 
Pioneer Button Co. vs. Nashville, Chattanooga & St. Louis et al., 
which he said should be considered in connection with the three 
cases covered by his other report. In this cases he said the 
Commission should find a rate of $10.45 per net ton charged on 
four carloads of mussel shells from Hobbs Island, Ala., to 
Oswego, Kans., in October, 1921, was not unreasonable. The 
complainant contended the rate was unreasonable to the extent 
it exceeded $7.75, which Disque said it was alleged was estab- 
lished September 6, 1922. Disque said he was not able to find 
any such rate. He said he found that on the day mentioned, 
the Burlington established a proportional rate of $3.60, from 
Metropolis, Ill., to Oswego, in connection with the Frisco as a 
delivering line, but that, by reason of a reduction of 10 per 
cent in the factor from point of origin to Metropolis, the through 
rate, for Frisco delivery, would have been $6.98 on September 6, 
1922. He said the $10.45 rate yielded ton-mile earnings of 11.22 
mills and was not unreasonable. 


RATES ON WROUGHT IRON, ETC. 


_ Examiner F. W. McM. Woodrow has recommended an award 
of reparation in No. 15025, Humble Oil & Refining Company vs. 
Missouri Pacific et al., on a finding that rates on wrought 
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iron and steel pipe, in carloads, from points in Texas common 
point territory to points in Little Rock-Fort Smith territory, 
were, are and for the future will be unreasonable. The report 
embraces two sub numbers, Farish-Watts-Collins, Inc., vs. Same, 
and Texas Company and Texas Pipe Line Company vs. Cisco & 
Northeastern et al. 

The examiner said approximately 92 carloads of pipe were 
shipped by complainants within two years prior to the filing of 
complaints in June and September, 1923, as amended. The 
shipments originated at various Texas points; some at and in 
ihe vicinity of Cisco and others at Beaumont, Houston, and 
points in the vicinity of Houston. All points of origin were 
wilhin Texas common point territory. The shipments were 
cestined to points in the southern portion of Arkansas, located 
on the Camden branch of the Missouri Pacific. Most of them 
moved to Smackover and Eldorado. 

Charges were ultimately paid on the basis of applicable 
ccmmodity rates of 67.5 and 61 cents prior and subsequent to 
July 1, 1922, respectively, the examiner said. Reparation was 
asked to the basis of the respective rates of 50.5 cents and 45.5 
cents. The examiner said the Commission should find that the 
rates of 67.5 and 61 cents were, are and for the future will be 
unreasonable to the extent that they exceeded, exceed or may 
exceed rates of 56.5 and 51 cents, respectively. He said the 
finding should be without prejudice to the rates on pipe that 
might be found reasonable for the future in No, 13535, Corpora- 
tion Commission of Oklahoma, and No. 14880, Dallas Chamber of 
Commerce and related cases. 





RATES ON STOCK CATTLE 


In No. 15158, Arizona Cattle Growers’ Association vs. Apache 
Railway et al., Examiner Bronson Jewel has recommended a 
finding that rates on stock cattle from Arizona to California 
are and will be unreasonably and unduly prejudicial to the ex- 
tent that they exceed eighty per cent of rates on beef cattle; 
that multiple line rates on both beef and stock cattle may take 
a differential of $7.50 per car for distances of five hundred miles 
or less; and that rates made by the addition of such differential 
shall be used as minima for greater distances. He said the 
Arizona Eastern and San Diego & Arizona should be treated as 
parts of the Southern Pacific; that no additional charge should 
be made on cattle originating or delivered on branch lines, and 


that distances should be computed via the shortest workable 
route. 


RATES ON BANANAS, ETC. 


An award of reparation has been recommended by Examiner 
John H. Howell in No. 15338, Gugenheim-Goldsmith Company et 
al. vs. Galveston, Harrisburg & San Antonio et al., on a proposed 
finding that the Texas common point rate of $1.215 prior to 
and $1.095 from and after January 1, 1922, applicable on bananas 
and coconuts, mixed carloads, and paid by complainants on 
shipments from New Orleans, La., to San Antonio, Tex., was and 
is unreasonable to the extent that it exceeded $1.045 prior to 
January 1, 1922, and 94 cents from and after that date. 


GRAVEL RATE CASE DISMISSED 


Dismissal of the complaint in No. 15454, County of Becker, 
Minn., vs. Director-General, as agent, has been proposed by 
Examiner Lawrence Satterfield on a finding that shipments of 
gravel from Detroit, Minn., to Lake Park, Minn., in the period 
of federal control, were not overcharged, and that claim for 
reparation on account of alleged unreasonable charges was 
barred. The shipments moved between September 10 and No- 
vember 19, 1919. The examiner said the shipments in issue 
were first brought to the attention of the Commission on May 
4, 1922, on printed forms used in presenting claims for over- 
charges. He said inasmuch as the time of such filing came 
within the period of limitation provided by section 206 (c) of 
the transportation act, as amended, with respect to “over- 
charges above the legal tariff charge,” the shipments were 
considered on that ground alone. 


CEMENT CASE DISMISSED 

Attorney-Examiner Arthur R. Mackley has recommended the 
dismissal of No. 14914, Oklahoma Portland Cement Company 
vs. St. Louis-San Francisco et al., on a finding that rates on 
cement from Ada, Okla., to destinations on the Texas & Pacific, 
directly intermediate to New Orleans, higher than to New 
Orleans, had not been shown to be unreasonable. He said the 
propriety of the relationship of the rates to New Orleans and 
to the intermediate points, under the fourth section, should not 
be determined in advance of a hearing on the fourth section 
applications. The complainant, he said, was that the rates to 
seventeen destinations on the Texas & Pacific, beginning at 
Oxford on the north and ending at McKneeley on the south, were 
unreasonable and improperly adjusted because higher than those 
to New Orleans, a more distant point. 

Mackley said the data in the case were confined to the 
fourth section situation. He said there was no evidence that 
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they were inherently unreasonable and that the only allegation 
of discrimination was that arising under the fourth section. He 
said the rate comparisons submitted by the carriers negatived 
any contention of unreasonableness. 


RATE ON GROUND FLUORSPAR 


Dismissal of the complaint in No. 15251, General Chemical 
Company vs. Director-General, as agent, has been proposed by 
Examiner David T. Copenhafer on a finding that a rate of 16 
cents charged on 8 carloads of ground fluorspar, shipped be- 
tween January 9 and February 17, 1920, inclusive, from Newell, 
Pa., to Camden, N. J., was not unjust or unreasonable. It was 
alleged that the rate was unreasonable to the extent that it 
exceeded 14.5 cents. The case was presented under the short- 
ened procedure. 


RATES ON PECANS 


Examiner J. C. Donnally has recommended dismissal of the 
complaints in No. 15271, R. E. Funsten Company et al. vs. Ala- 
bama & Vicksburg et al., and Sub-No. 1, Alex. Woldert Company 
vs. Same, on a proposed finding that rates on pecans, in car- 
loads, from points in Texas, Oklahoma and Louisiana, and from 
Natchez and Vicksburg, Miss., to St. Louis and Chicago, are 
not unreasonable or otherwise unlawful. : 

Complainants attacked the rates as unjust, unreasonable, 
unjustly discriminatory and unduly prejudicial as compared with 
rates on peanuts and hickory nuts. The examiner said from 
Texas common points to St. Louis the commodity rate on pecans, 
carloads, was $1.295 and to Chicago, $1.425, as compared with 
commodity rates of 69 aind 79 cents on peanuts, respectively. 
He said complainants’ case rested entirely on comparison of 
the rates assailed with rates on peanuts, and the showing of 
a few rates on hickory nuts. After discussing difference in 
value of pecans and peanuts and other factors, the examiner 
concluded the rates on pecans were not unreasonable. 


CHINA WOOD OIL REFUND 

Examiner F. L. Sharp has recommended the dismissal of 
No. 15176, Glidden Company vs. Erie et al., on a finding that the 
rates charged on eleven carloads of China wood oil, from Seattle, 
Tacoma and San Francisco, shipped between October 3, 1921, 
and October 17, 1922, were not unreasonable. The complaint 
alleged the rates were unreasonable, unduly prejudicial and in 
excess of the aggregate of the intermediates. 

The examiner said no damage had been shown to have re- 
sulted from any undue prejudice that might have existed by reason 
of the changes made in rates on oils from the Pacific coast in 
the period under consideration. He found, however, that over- 
charges had been made and said the Commission should direct 
their refund. 


BROTHERHOOD COAL LINES 


In a proposed report in Finance Docket No. 3472, operation 
of lines by Coal River & Eastern Railway Company, Attorney- 
Examiner C. E. Boles has recommended a finding that public 
convenience and necessity do not require and will not require 
the operation in interstate commerce by the applicant of a 
railroad extending from Seth to Prenter, Boone county, W. Va., 
and that so much of the application as requests permission to 
operate in interstate commerce a line of railroad from Ashford 
to Warren S., Boone county, W. Va., be dismissed for want of 
jurisdiction. As to the latter line, Boles held that it was a 
spur track. 

This is the case involving the coal and rail properties of 
the Coal River Collieries Company, the stock of which is held 
for the most part by individual members of the Brotherhood 
of Locomotive Engineers. (See Traffic World, July 5, p. 10.) 

The Coal River & Eastern was organized in the interest 
of the Collieries company, which is now operating the lines 
the applicant proposes to acquire for operation in interstate 
commerce. One or the lines designated as the Laurel Fork, 
extends from Seth to Prenter, a distance of approximately 11 
miles, and the other, designated as the Lick Creek, extends 
from Ashford to Warren S., a distance of approximately 2 
miles, all in Boone county, W. Va. Objection to the granting 
of the application was made by the Chesapeake & Ohio, with 
which the branches connect. 

Attorney-Examiner Boles said the facts of record showed 
that prior to April, 1924, there had actually been expended in 
the construction of the lines approximately $506,00;: that the 
right of way was estimated to be worth at least $770,000; that this 
value was based on the assumption that the line occupied the 
only available route to lands that would produce an enormous 
tonnage of coal, but that the facts of record failed to establish 
such value. 

After reviewing the contentions of the applicant and of the 
Chesapeake & Ohio, which were set forth in The Traffic World 
of July 5, as heretofore indicated, Attorney-Examiner Boles said: 


Two questions are presented for consideration, first, whether 
the lines are spur tracks and therefore not subject to the com- 
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mission’s jurisdiction under the provisions of paragraphs (18) to (21), 
inclusive, of section 1 of the act, and second, if the lines may prop- 
erly be considered branches, whether the public convenience and 
necessity require that they be operated by the applicant in inter- 
state commerce. 

The Chesapeake has built a number of branches to mines in 
the coal districts of West Virginia and Kentucky. The record 
shows an aggregate of 33 such branches and sub-branches on the 
Chesapeake’s main line, Coal River district main line, Logan division 
main line, Cabin Creek branch main line, and Big Sandy division 
main line. The longest of these, the Big Coal branch, with which 
the two lines under consideration connect, serves directly and by 
sub-branches and industrial spurs, 26 miles. The total mileage of 
this branch and its three sub-branches is 43.3 miles. ‘The shortest 
of the 33 branches and sub-branches is 0.8 mile in length and serves 
four mines. On the main line, branches and sub-branches of the 
Coal River district, Logan division, Cabin Creek branch, Paint Creek 
branch, and Big Sandy division there are 416 mines, 117 of which 
are on the Chesapeake’s right of way, 130 on industrial lines within 
one-half mile of the right of way, and 150 on industrial lines more 
than one-half mile from the right of way. The location of 19 of 
the mines is not shown. The Chesapeake’s district rates are ex- 
tended not only to the mines on the branches, but also to the mines 
located off its right of way. The spur tracks reaching these mines 
were constructed by the mining companies in accordance with the 
Chesapeake’s operating standards and are used by it in reaching 
the mines at its district rate. The longest of these spur tracks is 
3.4 miles in length. 

There is little evidence as to the nature and volume of traffic 
over the various branches and sub-branches. Specific information 
is given as to two of them, and as to a third not identified as any of 
those mentioned above. The three branches just referred to are 
respectively 4.4, 7.5, and 10 miles in length. The characteristics of 
each, as to traffic and population served, are different in no 
material respect from the characteristics of the lines now operated by 
the Collieries. About the only difference is that the traffic over these 
three branches is relatively small. 

In addition to building branches to develop coal traffic, the 
Chesapeake has participated in the establishment of the district 
rates from points on independently operated railroads. The Com- 
mission has compelled it to extend its district rates to the Sewell 
Valley Railroad, Kanawha, Glen Jean & Eastern Railroad, Kanawha 
Central Railway, Big Sandy & Kentucky River Railway, and the 
Eastern Kentucky Railway. The longest of these lines is 39 miles 
and the shortest 5 miles. There is no evidence as to the character 
and volume of traffic of any of these independently operated lines. 

The Lick Creek would ordinarily be classed as a spur. It reaches 
only one coal mine. The settlement or village of Warren S. is not 
located at the terminus of the line, but begins one-half mile from 
Ashford and continues along the line up to the tipple. There will 
be no passenger service over the line, and so far as appears, its only 
traffic will consist of outbound shipments of coal, and inbound ship- 
ments of supplies for the mine. Paragraph (22) of section 1 of 
the act provides in part that the authority of the commission con- 
ferred by paragraphs (18) to (21), both inclusive, of that section, 
shall not extend to the construction or abandonment of spur tracks, 
located or to be located wholly within one state. A fortiori the 
Commission’s authority would not extend to a spur track operation. 

While the bulk of the traffic of the Laurel Fork will be coal, the 
record shows that there will be an appreciable amount of traffic 
other than coal. It will serve two or three settlements or villages, 
which will have no other means of transportation. The applicant 
proposes to establish stations at two of these places. In addition to 
serving the two large mines of the Collieries it will serve an inde- 
pendent plant affording some traffic, and possibly some _ timber 
operations and independently operated mines. The line would hardly 
be classed as a spur, and the facts of record sufficiently establish 
that there is need of transportation service along this line that can 
not well be afforded by a spur track operation. It is believed that 
sufficient showing has been made to warrant a conclusion that the 
line should be operated in interstate commerce. 

There remains to be considered whether this line should be 
operated by the applicant. While it is stated that control of the 
applicant by the Collieries will be only temporary, there is no 
evidence as to when this control will terminate. Moreover the 
community of interest which will continue to exist between the 
applicant, the Collieries, and the enterprises of the Brotherhood 
after the majority of the applicant’s stock passes into the hands of 
individual members of the Brotherhood is such that the Brotherhood 
as an organization will be able to dominate the policies of both the 
applicant and the Collieries. This raises the question whether the 
transportation by the applicant of coal produced by the Collieries 
would be in violation of the commodities clause of the interstate 
— act. This is paragraph (8) of section 1, reading as 
ollows: 

‘From and after May first, nineteen hundred and eight, it shall 
be unlawful for any railroad [= to transport from any State, 
Territory, or the District of Columbia, to any other State, Terri- 
tory, or the District of Columbia, or to any foreign country, any 
articles or commodity, other than timber and tne manufactured 
products thereof, manufactured, mined, or produced by it, or under 
its authority, or which it may own in whole or in part, or in which 
it may have any interest, direct or indirect, except such articles or 
commodities as may be necessary and intendéd for its use in the 
conduct of its business as a common carrier.” 

Whether or not the applicant’s promoters would succeed in 
escaping the provisions of the clause by causing a majority of the 
applicant’s stock to be sold to individual members of the Brother- 
hood may well be doubted. for the language of the clause is very 
broad and has been broadly interpreted by the United States Su- 
preme Court. United States vs. Lehigh Valley R. R. Co., 220 U. S. 
257; United States vs. D. L. & W. R. R. Co., 238 U. S. 516: United 
States vs. Reading Co.. 253 U. S. 26; United States vs. Lehigh Valley 
R. R. Co., 254 U. S. 255. The public convenience and necessity would 
hardly seem to require the operation of a railroad, where such 
operation, it seems reasonable to believe, may prove to be a viola- 
tion of the commodities clause, 

Various provisions of the transportation act evidence an intent 
to bring about economies in transportation. Such is the purpose of 
the major provisions of that part of the act amending section 5 of 
the interstate commerce act. The independent operation of numer- 
ous short lines is not conducive to economy in transportation. In 
the instant case the facts of record indicate that the method em- 
ployed by the Chesapeake in the operation of its branches is much 
more economical that that which the applicant proposes. More- 
over, the expense of maintaining the separate organization of 4” 
independent carrier is considerable, and add to the general burden 
of the shipping public. Wherever possible, needed transportation 
facilities should be furnished by the trunk line carrier, especially 
where the organization proposing to operate in interstate commerce 
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is controlled by or affiliated with an industry which will furnish 
the bulk of its traffic. In such case a certificate should be issued 
only after every reasonable effort has been exhausted to procure the 
required facilities or service from the trunk line carrier. 

Upon the facts presented the commission should find that the 
present and future public convenience and necessity do not require and 
will not require the operation by the applicant in interstate commerce 
of the line of railroad from Seth to Prenter, Boone County, W Va., de- 
scribed in the application. So much of the application as relates to the 
operation in interstate commerce of the line described in the ap- 
plication as extending from Ashford to Warren S., should be dis- 
missed for want of jurisdiction. 


ANN ARBOR VALUATION 


In Valuation Docket No. 127, Ann Arbor Railroad Company 
and Menominee & St. Paul Railway Company, opinion B-12, 
84 I. C. C. 159-226, the Commission, with Commissioners Potter, 
Cox, Eastman and McManamy dissenting, has found the final 
value of the Ann Arbor property owned and used for common- 
carrier purposes to be $11,127,277 as of June 30, 1915. The 
final value of the Menominee & St. Paul property used by the 
Ann Arbor was found to be $50,000 as of June 30, 1915. The 
Commission said the final valuations found were valuations for 
rate-making purposes. A net increase of $1,878,812.89 in the 
original cost of the property owned and used by the carrier 
for property brought into operation from July 1, 1915, to De- 
cember 31, 1922, was reported by the carrier in compliance with 
valuation order No. 3, but the carrier’s reports have not beer 
audited, the Commisison said. 

The report said the restated investment account of the 
carrier showed an investment of $17,300,690, representing for 
the most part the par value of securities issued by the carrier 
in the acquisition of properties that it absorbed. The Commis- 
sion said it had carefully reviewed all the matters presented 
by the carrier in support of its protest and was unable to find 
therein any justification for modifying the valuations as re- 
ported in the tentative report. Chairman Hall did not particr- 
pate in the disposition of the case. Commissioner Eastman said 
the reasons for his dissent had been sufficiently indicated in 
separate expression of opinion in connection with previous 
valuation cases. The other dissenting commissioners did not 
express their views. 


VALUATION PROTESTED 
The Nashville, Chattanooga & St. Louis and the Western 
& Atlantic have filed formal protest with the Commission 
against the tentative valuation report covering those properties. 


PETITIONS FOR REHEARING, ETC. 


The complainants in No. 15218, Cairo Cotton Oil Mill, Inc., 
et al. vs. Ill. Cent. R. R. et al., have filed a petition with the 
Commission asking for rehearing and reconsideration. 

The complainants in No. 13698, Thomas Madden, Son & 
Company et al. vs. Director-General, C. & O. Ry., et al., have 
filed a petition with the Commission asking that the proceeding 
be reopened for oral argument. 

The Mason City Brick & Tile Company has petitioned the 
Commission to vacate its order in I. and S. No. 2184, brick and 
clay products between W. T. L. points, in so far as it suspends 
the new rates from Mason City, Ia., to Minneapolis and St. Paul, 
Minn., and intermediate points and to Duluth, Minn., Superior 
and Ashland, Wis., and intermediate points. 

The complainant and intervenor in No. 13157, Western Paper 
Makers Chemical Company vs. Director-General, Alabama Cen- 
tral R. R., et al., have filed a joint petition with the Commission 
asking for rehearing, reargument, and modification of the Com- 
mission’s order. 


COMMISSION ORDERS 


The Texas Grain Dealers’ Association has been permitted 
to intervene in No. 15882, Marshall Mill & Elevator Company, 
Inc., vs. K. C. S. Ry. et al. 

The American Tar Products Company has been authorized to 
intervene in No. 15886, The Barrett Company vs. Santa Fe et al. 

The Nebraska State Railway Commission has been per- 
mitted to intervene in No. 15902, Illinois Coal Traffic Bureau 
vs. Abilene & Southern Ry. et al. 


FINANCE APPLICATIONS 


The Chicago, Rock Island & Pacific has applied to the 
Commission for authority to issue $5,000,000 of five-year 5 per 
cent secured gold notes. The company said the proceeds of 
the issue would be used for the general corporate purposes 
of the applicant and to reimburse its treasury, in part, for 
additions and betterments for which bonds have been taken 
down, but which have not been sold. Subject to the approval 
of the Commission, the notes have been sold to Speyer & Co. 
of New York City at 97.50 and accrued interest net to applicant. 

The Duluth, South Shore & Atlantic has applied to the 
Commission for authority to issue and sell $440,000 of equip- 
ment trust certificates, in connection with the acquisition of 
four locomotives, four steel passenger coaches, two combination 


THE TRAFFIC WORLD 


455 


baggage and mail cars, and, 200 uat cars, at an estimated cost 
of $627,694. The company proposes to sell the certificates, at 
98 per cent and accrued dividends, to Lane, Piper & Jaffray, Inc. 

The Florida East Coast Railway Company has applied for 
authority to issue and sell $15,000,000 of first and refunding 
mortgage 5 per cent gold bonds, and to issue and distribute 
$25,000,000 of capital stock. The company said it proposed to 
sell the $15,000,000 of bonds, subject to the approval of the 
Commission, to J. P. Morgan & Company, at not less than 92 
per cent of par and accrued interest. The proceeds will be 
used for construction, completion, extension, or improvement of 
facilities, for discharging existing obligations, for reimburse- 
ment of money expended and not yet capitalized. The $25,- 
000,000 of stock will be issued as a stock dividend in connection 
with a plan providing for surrender and cancellation at the 
same time of $25,000,000 of general mortgage bonds. 

The Virginian & Western Railway Company has applied for 
authority to issue $1,352,000 of first mortgage 5 per cent fifty- 
year gold bonds on account of completion of its line of railroad 
from Pierpont to Glen Rogers, W. Va., and on account of the 
construction of its Laurel Fork extension in Wyoming county, 
W. Va. The bonds or their proceeds will be applied to the pay- 
ment of applicant’s indebtedness to the Virginian Railway Com- 
pany. Authority was asked to sell and deliver the bonds at 95 
per cent of par and accrued interest to-the Virginian. The 
Virginian asked for authority to guarantee the bonds. The Vir- 
ginian & Western has leased its railroad for 999 years to the 
Virginian. 


UNCONTESTED FINANCE CASES 


The Maryland & Delaware Coast Railway has been au- 
thorized to issue 17,500 shares of capital stock without nominal 
or par value for delivery to Jesse Rosenfield in part payment 
for approximately 40 miles of railroad and other property for- 
merly owned by the Maryland, Delaware & Virginia Railway 
Company. The company also has been authorized to issue $300,- 
000 of first mortgage 20-year sinking fund 6 per cent gold 
bonds to be sold at not less than 80 per cent of par and accrued 
interest. The proceeds will be used to complete the payment 
for the railroad and other purposes. 

The Buffalo, Rochester & Pittsburgh has been authorized 
to sell $3,000,000 of 444 per cent consolidated mortgage bonds 
at not less than 85 per cent and accrued interest. 


TRUNK LINE CLASS RATES 


The Trafic World Washington Bureau 


Hearings in No. 15879, eastern class rate investigation to 
give it the name conferred by the Commission, will probably 
be begun in October, under the supervision of Commissioner 
Eastman, who supervised the southern class rate case. To 
what extent he will sit in the hearings has not been announced. 
When he is not present at the hearings, they, naturally, are 
expected to be conducted by an examiner attached to his staff, 
which, of course, means Howard Hosmer, who had and still 
has much to do with the southern case. 

Four scales proposed by the trunk line carriers as the 
basis for making new class rates within trunk line territory 
have been circulated among the shippers. Scales to be used 
in making rates between Trunk Line and Central Freight Asso- 
ciation territories and between Trunk Line and New England 
territories are being made and it is the hope of Chairman Coll- 
yer of the Trunk Line Committee, that they will be ready in 
a few weeks. 

A description of the scales was published in The Traffic 
World of April 19, p. 1002, in connection with the short hear- 
ing on the fourth section applications of the trunk lines. The 
Commission men stopped that hearing because it was obvious 
to them that the present class rates could not be patched up 
so as to bring about a compliance with the fourth section and 
because they were not prepared to consider, in a fourth section 
case, the rates that would flow from the scales that Mr. Collyer 
intended presenting as exhibits in the fourth section case. The 
scales, which have been reprinted for submission in the Com- 
mission’s own initiated class rate case, are exactly the same 
as those described in, April. The groups and areas over which 
the different scales are to apply, however, have been more 
carefully defined than in the exhibits prepared for submission 
in the fourth section case. 

A further discussion of the proposals was contained in The 
Traffic World of April 26, p. 1068. 

Chairman Collyer has sent out more than 4,000 copies of 
the scales to shippers, so they may figure the probable effect 
of the suggested rates on their business to the end that they 
will come prepared to the hearings to say exactly why this 
should be done or that should not be done. The scales, sub- 
mitted last April, and then resubmitted in August, contain 
rules for calculating distances so that each shipper will have 
before him the data necessary to fit his own situation. The 
primary object of this extended circulation of the data is to 
conserve time, especially of shippers, by enabling them to wait 
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until their phase of the case comes up instead of having to 
attend hearings in which they would have little if any interest. 

The Commission initiated the case in an order dated May 
13, having denied fourth section relief in Order No. 9814, 89 
I. C. C. 470, effective in November. The effective date of that 
relief, of course, will have to be extended from time to time 
because the class rate investigation may take more than two 
years. The southern case has been going on for more than 
two years and is in the proposed report stage. 

The eastern case is broad enough to include bridge rates 
between New England and Central Freight Association terri- 
tories, but as yet there have been no proposals on that head. 
As before set forth, the proposals thus far submitted are purely 
intra-territorial. Inter-territorial proposals are in the course of 
preparation and bridge or overhead rate proposals, if any, my 
be an outgrowth of that phase of the case, but, as said, there 
is nothing on that aspect of the subject at this time. 


INCREASES TO SOUTHWEST 


The Trafic World Washington Bureau 


Carriers for which Leland is agent have brought a swarm 
of protests from shippers on account of an adjustment of com- 
modity rates to south Texas points, from defined territories, in 
purported compliance with fourth section order No. 8600. The 
protests had caused, at the time this was written, suspension 
of Leland supplements, making increases in rates on brick to 
Houston, as an example, great enough to have them clear rates 
on that commodity to so-called Sabine River points, the sus- 
pension being made in I. and S. No. 2221. The supplements 
were No. 77 to Leland’s I. C. C. 1551; No. 77 to his I. C. C. 1331; 
No. 27 to his I. C. C. 1641; No. 27 to his I. C. C. 1462; and 
Nos. 43 and 46 to his I. C. C. 1586. 

The Sabine River points now take rates on brick from 
Kansas City as follows: DeQuincey, La., 24 cents; Cupples, 
La., 24% cents, and Sabine, 25 cents. The proposed rate to 
Houston would be 25 cents. The effect of the supplements, as 
indicated by such examination as could be given them at the 
time of suspension, seemed to be to make groups in western 
Louisiana and adjoining parts of Texas. 

In addition to the brick supplements, Leland had pending 
at the same time, with the same effective date, September 1, 
schedules covering wagons, gasoline engines, cotton ties and 
buckles and some other commodities. Protests in considerable 
volume had been received against them and it was assumed 
that some time before the effective date the Commission would 
take similar action. 


At the time, about a year ago, the carriers were lining up 
rates in compliance with the Commission’s orders in No. 9702, 
the Memphis Southwestern Investigation, conferences on which 
were held informally in the week the Harding funeral was 
held, the Commission told the carriers that if they would treat 
commodities in groups by specified dates, it would extend the 
effective date of fourth section order No. 8600 so as to enable 
them gradually to bring their commodity rates into conformity 
therewith. The increases which drew the fire of shippers on 
account of their being made high enough to clear rates to 
Sabine River points and higher, it was claimed by shippers, 
than authorized by the No. 9702 scale, were supposed to be in 
conformity with the arrangement in respect to the enforce- 
ment of fourth section order No. 8600. 


R. R. INTEREST EXCEEDS EKARNINGS 
The Traffic World New York Bureau 


In 1923 the railroads had to pay for new funds a rate higher 
than the net return on their investment, despite the fact that 
net earnings were larger than for several years past, according 
to a statement from the National Bank of Commerce in New 
York. 


An analysis of new long-term bonds and equipment trust 
obligations issued by the railroads during the year reveals that 
they were offered on a basis to yield an average return of 5.36 
per: cent to the investor. The cost to the railroads was some- 
what higher, as the expense of distributing to investors must 
be added. The net return on tentative valuation of Class 1 
roads was only 5.10 per cent. 

ontinuing on this subject the bank says in its monthly 
bulletin: 





During the first six months of the current year the net recurn 
to the railroads computed on an annual basis which was about 4.75 
per cent, while the average rate at which new railway security issucs 
were offered was fractionally higher than in 1923. Lower earnings 
were due to the smaller volume of traffic caused in large part by 
the sharn felling off in shipments of coal. 

In order to meet the needs of expanding population and traffic 
the railroads will continue to require large sums but it is obvious 
that they cannot borrow funds indefinitely at a higher rate of interest 
than they earn. The solution of the financial problems of the rail- 
roads lies in larger earnings and consequent bigher return on the 
investment. Reduction of expenses appears to be the principal way 
to achieve increased net earnings. Expenditures directly under the 
control of the roads have already been reduced. ‘Two of the largest 
increases since 1916 have been in wages and taxes and neither is 
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directly controllable by railway executives. ‘[The number of men 
employed may be dependent on their effectual utilization by the 
management of the road but the executives of the individual roa:s 
have little to say as to what the wage rates shall be. 

Compensation paid to employees makes up 60 per cent of the 
total railway operating expense and tax accruals make up a further 
7 per cent, so that together these two items accouni for between 65 
and 70 per cent of the whole operating expense of the railways of the 
country. The problem of securing lower operation costs through labor 
saving and reduction of other items of expenditure is the most im- 
portant which faces the railroads today. 





COTTON ADJUSTMENT PROTESTS 


The Trafic World Washington Bureay 


The Commission has received a number of protests from 
shippers and shipper organizations in Southeastern, Mississippi 
Valley, and Carolina territories asking for the suspension of four 
tariffs, bearing effective date of September 1, which, if not sus- 
pended, will extend over the three territories, rates on cotton 
and related commodities, made in accordance with the Georgia 
intrastate rates. One of the effects of the readjustment would 
be the making of rates from Mississippi valley points higher 
than from points in Texas. New Orleans and other river points 
object to that and point to the fourth section violations that 
would result. The revision is carried in tariffs filed by Glenn. 
They are his I. C. C. No. A-478; I. C. C. No. A-475 his I. C. C. 
A-476, and his I. C. C. A-470. 

Georgia, in August, 1923, prescribed a scale to be used in 
making rates in Georgia. Rates in accordance therewith became 
effective last November. Then in November, 1923, Alabama fol- 
lowed suit and extended the Georgia scale throughout its do- 
main. The Georgia commission put, into its-order, a clause, 
which, in effect, required the carriers to hold as maxima, within 
the state, interstate rates from points in Georgia to points out- 
side of Georgia, for like distances within the state. That is 
to say, while it prescribed a scale, it required the railroads to 
observe the rates they made along the borders as maxima in 
Georgia, distance considered. 

The Glenn tariffs are intended to bring the interstate rates 
into conformity with the rates within Georgia and Alabama. 
The result is a proposed adjustment in which there will be 
material increases, so it is alleged to the end that the inter- 
state rates will clear the high points in the state rates and 
thereby comply with the Georgia mandate to hold interstate 
rates for the same or comparable distance as maxima. The 
clause which made the interstate rates the maxima has been 
postponed from time to time. At the time this was written 
September 15 was the date of its effect. 

The first of the tariffs menioned, Mr. Glenn said, contained 
rates from southern points to south Atlantic ports, Norfolk to 
Jacksonville, and gulf ports. The second contains rates between 
points in Alabama, Florida, Georgia and Tennessee, except the 
port cities. The third carries rates from southeastern territory 
to Carolina territory. The fourth contains rates from points in 
Carolina territory to southeastern territory mill points. 

Protest requesting suspension were filed by the Augusta 
Traffic Bureau, Montgomery Chamber of Commerce, Mobile 
Chamber of Commerce and Business League, Memphis Freight 
Bureau, Summerville Brothers, Aliceville, Ala.; F. P. Phillips, 
Columbus, Miss.; New Orleans Joint Traffic Bureau;; Columbus 
(Miss), Compress and Warehouse Co.; Southern Cotton Shippers’ 
Association; Alabama Farm Bureau Cotton Association; Mont- 


gomery Cotton Exchange; and Alabama Public Service Com- 
mission. 





LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 
of August 1 was 70.9, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: 
Box, 62.1; refrigerator, 74.8; coal and coke, 77.2; stock, 83 8; flat, 
78.3; others, 96.2. By districts the percentages for all classes 
of equipment were as follows: Eastern district, 63.5; Alle- 
gheny district, 78.6; Pocahontas district, 66.5; Southern district, 
65.7; Western district, 74.4. 


The semi-monthly bulletin of percentages of freight cars 
on line to ownership of Class I roads as of August 1 showed 
the following: Eastern district, 96.6 as against 96.4 a year 
ago; Allegheny district, 104.2 as against 98.8 a year ago; Poca- 
hontas district, 82.6 as against 87 a year ago; Southern district, 
92.7 as against 96.2 a year ago; Western district, 99.7 as against 
102.38 a year ago; all districts, 98.1 as against 98.6 a year ago; 
Canadian roads, 93.8 as against 97.5 a year ago. 


TELEPHONE OPERATING RESULTS 
Operating income of 72 large telephone companies reporting 
to the Commission totaled $12,028,124 in June as compared with 
$11,278,794 in June, 1923. For the six months ended with June 
the operating income was $71,284,358 as compared with $71,665,- 
203 in the same period of 1923. The number of company sta- 


tions in service at the end of June was 11,801,659 as compared 
with 10,960,184 at the end of June, 1923. 
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Your Business Relation to the Public Storage 


Warehouse 
By Sidney J. Beer of the Los Angeles Warehouse Company 


It was said that Noah was the first to discover the useful- 
ness of the public storage warehouse. Undoubtedly from that 
period until the present this industry has made progress. To- 
day, in place of the Ark, we have concrete structures, rein- 
forced with steel, built of fireproof material, equipped with the 
automatic sprinkler system, and with every modern labor-saving 
device, with the result that the insurance and labor, as well as 
storage rates, are entirely reasonable and the handling of mer 
chandise is prompt and accurate. : 

Steel rails connect your warehouse in Los Angeles with 
your factory at Chicago, New York, or any other point through- 
out our great country. Your merchandise is loaded thousands 
of miles away and unloaded in Los Angeles on your warehouse 
platform with speed, safety and economy. 

It will be remembered that, during the war, the United 
States government created a vast number of storage depots 
and gave a perfect indorsement to the indispensability of ware- 
houses as adjuncts to transportation and bases of supply. There 
is little difference in the method employed excepting in con- 
centration points, between providing for a mobilized army 
and providing for the ever increasing population of Los Angeles 
and southern California. 

This article deals with the economic value of the public 
storage warehousing industry to your business and, in general, 
to the city of Los Angeles, and is for the benefit of those who 
do not now realize the advantages and economies to be gained 
by the use of public warehouse facilities, and also for the 
purpose of presenting pertinent questions and answers in this 
connection. 

An invitation is extended to the customers of public storage 
warehouses in Los Angeles and southern California, and to 
others interested in obtaining uniformity in warehousing and 
distributing service, to familiarize themselves with this modern 
industry, to get facts and figures, and to find out how ware- 
housing and distribution would affect their individual business, 
if applied. 


The writer has had the privilege of obtaining practical ex- 
perience and first-hand information on the public warehousing 
industry from the best authorities in the country, and will be 
pleased to have expressions in favor or otherwise from readers 
of this article. 


The building of the Panama Canal and the building of Los 
Angeles Harbor have been the two primary factors in reducing 
the cost of selling domestic and foreign manufactured articles 
and products to the Pacific coast cities of southern California. 
There is daily moving into Los Angeles a great volume of 
freight by water and rail; it is always necessary to increase 
this tonnage, for an adequate surplus of the necessities and 
luxuries of life must be available to meet the growing demand. 

A stream of trade flowing to and from Los Angeles will 
provide a solid basis of prosperity to the extent that we take 
advantage of the service afforded through our warehouses, our 
steamer lines, and our railroads. 


The city of Los Angeles is a logical center for all of this 
surplus storage. Receiving and forwarding of any kind of mer- 
chandise can be accomplished here at small cost and without 
delay. 


This is not merely a matter of warehousing, as I see it. 
Such a service should include vastly more, and it does include, 
not only warehousing, but the co-ordination of every industrial 
and transportation facility that can be brought under a central 
control, and the development of that central control to the 
maximum of human ability. 

Your customer is justified in demanding that merchandise 
shall be up to date, fresh, of uniform quality, and fair in price. 
The direct and most economical way to meet these demands 
is through the public warehouse, properly located and thor- 
oughly qualified in equipment and operation to function on the 
spot. 


The selling value of an article is based on the cost of 
production, plus transportation and overhead costs. Some busi- 
ness concerns believe they can effect a saving on costs by run- 
ning their own private warehouse or storing merchandise in 
buildings on which they are paying high rentals. This is an 
error. For example, to make a private warehouse pay its car- 
rying expenses, the building must be constantly filled from the 
basement to the roof; an intelligent class of help must be em- 
Ployed; insurance rates are high; these expenses must be met 
year in and year out. The public storage warehouse meets 
all these requirements with a lower insurance rate, and the 


customer only pays on space that is actually used. The labor 
bill, likewise, is also cut to the actual time involved. 

Los Angeles is the meeting point of our great transconti- 
nental railroads. Our port, likewise, is the meeting point of 
ships hailing from the seven seas. Big business is represented 
here in one form or another from every quarter of the globe. 
We are proud of our association with these large business con- 
cerns and of the quality of servi¢e we can render through our 
transportation and warehousing facilities. 

After all is said and done, the great fundamentals to a 
successful business are the quality of service and the pride of 
association and contact with such a business. It is service 
that counts. The prime object of the warehousing industry is 
to render to the manufacturer and the merchant a service that 
in itself will be a source of profit through the very nature of. 
its high efficiency. 

If your advertising and sales efforts are fruitful in initial 
orders, but fail to obtain repeat orders, do not condemn your 
advertising and sales departments unless you are supporting 
their efforts with the most efficient distribution and warehous- 
ing service that you can employ. 

Service is not a matter of big things alone, but of a multi- 
tude of things, many of them small, that contribute to a result 
that is more than just satisfactory. Service means easier sales. 
Quick deliveries in good order mean bigger repeat sales. 
Volume of freight is, of course, accompanied by the extent of 
the facilities offered. Economy, accuracy, dependability—that 
is the service rendered daily by the public storage warehouse. 

Spot stocks and decreased overhead costs.—You build a 
factory to make things in, not to store them. Storage is the 
business of warehouses. Release that valuable factory or store 
space for manufacturing or selling and put the goods in a 
public warehouse that is easily available to your customer. 

The shortest route to your market is to carry spot stocks 
for immediate delivery. Carrying spot stocks increases your 
market and cuts your freight cost. The majority of leading 
national manufacturers distribute from stocks carried in public 
warehouses. 

Easily available stocks, turning faster, result in more fre- 
quent profits. The economy of good service adds another width 
to the margin of profit. 

A reserve of spot stocks from which you can immediately 
replenish your store supply, means there will be no turning 
away of customers, no weeks of delay in obtaining fresh sup- 
plies. Overhead costs are decreased through paying for only 
space used, thus freeing your factory or store space for pro- 
ductive purposes. Proper co-operation and team work, person- 
ally directed and, coupled with efficiency and responsibility 
between the warehouse organization and the merchant, helps 
to reduce these costs. 


Delivery from factory te store door.—This is a particular 
feature of warehousing, and saves the consignee much in time 
and money. Freight and trucking charges are entered on the 
one bill, which provides a simpler means of checking and the 
merchandise is under the care of a responsible organization 
until actually delivered at the store. 


What is your cost of distribution in Los Angeles, and other 
cities of southern California? 


Up-to-date traffic managers are answering that question 
with precise figures. They have to, because presidents and 
boards of directors are doing the asking. The heads of nearly 
all business concerns can tell to the fraction of a cent the cost 
of delivery from factory to store door on any commodity they 
carry. 

Are you, Mr. Manufacturer, or Merchant, satisfied with your 
private storage arrangements? Are you paying a cartage rate 
from the docks or railroad depots to your store? Are you pay- 
ing a higher rate of insurance than you should? Are your goods 
stored in an absolutely fireproof warehouse? Are you paying 
for high-class service and not getting it? I could ask you 
many more similar questions. The one answer is that, if you 
are not getting what is due to you through your private sources, 
it is time for you to investigate the facilities offered through 
the public storage warehouses. 

The traffic manager selects his routing by rail or water 
with a view to speed, economy and dependability. The same 
care should be exercised in selecting a public storage warehouse. 

To a great extent your credit is dependent on the associa- 
tion you keep; this applies to business as well as private life. 
Your banker views with favor the carrying of warehouse stocks. 
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It is often necessary to use warehouse receipts as collateral in 

_securing additional funds from your bank to finance your busi- 
ness. This means has been indorsed by the. American Banker.’ 
Association and is quoted in part as follows: 


As the country grows its natural resources become more thoroughly 
developed and the population and business of our cities increase; the 
problems of distribution become greater. Seasonal accumulations of 
raw products and manufactured articles must be spread over the 
period of consumption. The products of one portion of the country 
must be readily available for the use of the entire nation. In these 
problems the storage warehouse industry is playing an increasingly 
important part. 


There will ever be a_ close tie between the banker and the 
storage warehouseman; both guard the wealth of others—the former 
as the custodian of funds, and the latter as the custodian of goods. 
Each must jealously protect his reputation for integrity and re- 
sponsibility. Goods deposited with storage warehousemen must 
in many cases be financed through the medium of warehouse re- 
ceipts as collateral. 


The consignee undoubtedly pays a higher price on mer- 
chandise bought in L. C. L. quantities; as a matter of fact there 
is a substantial saving to be obtained through purchasing certain 
lines in carload quantities. The saving on cost of merchandise 
bought in carload lots as against less-than-carload lots more 
than offsets the interest charges and storage charges while 
goods are in the public warehouse. This is especially true on 
- merchandise which has a quick turnover. 

Pool car shipments are received daily from eastern and 
other points throughout the country. These shipments-are com- 
bined and properly classified into carload lots under the direc- 
tion of responsible freight forwarding companies. The rail 
rates which apply are often reduced to half of the less-than-car- 
load rates. Cars are then consigned to the care of the local 
warehouse. By forwarding through the one channel rather than 
to separate consignees the movement of freight is expedited. 
The warehouse receives the consignment and assumes the re- 
sponsibility of proper unloading, checking and safeguarding the 
consignee’s interest against loss or damage in transit. The 
proportionate charges are then allotted to each consignee. 

By increasing your volume of business you are in a position 
to establish greater credit. It is a mistake, however, to buy 
or sell a quantity of merchandise larger than what is required. 
Steady distribution, based on actual requirements, through the 
warehouse will build up your credit and turnover. 

Handled through the public warehouse these are reduced to 
the minimum. To a great extent switching charges are avoided, 
and as a warehouse is equipped to receive, handle and unload 
from spur tracks located in the yards and buildings, charges for 
demurrage are almost entirely eliminated. 

Freight charges can either be paid or sent collect. With 
regard to the latter method, the warehouse undertakes to pay 
these charges and to make collections against ultimate delivery 
to consignee, splitting up the charges pro rata. 

The warehouse assumes the responsibility for safeguarding 
private interests in the event of loss or damage in transit. In- 
spection is made while unloading as the condition of packages 
and the proper notations taken to support claims. This is 
done under the supervision of a representative of the transpor- 
tation company. ” 

A correct record is taken of the marks, weights and num- 
bers of each piece. Each individual account is so arranged that 
the story of any one transaction is complete from start to 
finish. ; 

This includes collection against commercial invoices, cler- 
ical work and labor, the assorting and weighing of merchandise, 
advising of marks and weights, stenciling, marking, sampling 
and reconditioning of packages. For this service there is an 
additional charge made; for the most part, however, all charges 
are billed at actual cost. 


Prompt and regular distribution is a great aid to produc- 
tion. Many large manufacturing concerns are now using the 
public warehouse because of distribution for daily shipments, 
either carload or pool car, and because by this means they avoid 
the annoyances and inconveniences of shipping complications. 
Increasing evidence in leading industries prove conclusively 
the greater economy to be obtained in using the storage ware- 
house. The jobber, the dealer or retailer is assured that he can 
maintain a maximum turnover with minimum capital investment. 
His expenses are reduced and his selling capacity increased. 

The shipper or consignee is usually covered by blanket 
form of insurance, which covers merchandise in transit from 
factory to final destination. In cases, however, where ship- 
ments are not so covered ‘the warehouse, if desired, will attend 
to this and will also arrange for insurance while goods are be- 
ing held in storage. 


ACQUISITION APPLICATIONS 
The Port Utilities Commission of Charleston, S. C., has ap- 
plied to the Commission for authority to acquire by lease, from 
the United States Shipping Board, and to operate in interstate 
commerce, certain railroad facilities serving the army base 
at North Charleston. The railroad facilities involved, the ap- 
plicant said, are purely terminal facilities between the points of 
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loading and unloading at the army base and the points on inter- 
change with trunk lines located not more than two miles there- 
from and embrace 19.73 miles of track. The application was 
made as the result of the leasing of the army base facilities from 
the Shipping Board by the Port Utilities Commission. 

The Chicago, Rock Island & Pacific and the St. Paul « 
Kansas City Short Line have applied to the Commission for 
authority to acquire the railroad formerly owned by the Keokuk 
& Des Moines Railroad Company, and to issue securities in 
connection therewith. The line to be acquired extends from 
Keokuk to Des Moines, Ia., a distance of approximately 15% 
miles. The Rock Island has operated the Keokuk line unde: 
lease, which expired December 31, 1923. The Rock Island askeu 
for authority to issue and deliver to the bondholders’ protective 
committee of the Keokuk & Des Moines Company $2,694,000 
of first and refunding 4 per cent gold bonds, and to convey 
the Keokuk property to the St. Paul & Kansas City Short Line, 
the stock of which is owned by the Rock Island. The St. Paul 
& Kansas City Short Line asked authority to issue and deliver 
to the Rock Island in payment for the property $2,694,000 of 
first mortgage 414 per cent gold bonds and not to exceed $4,100,- 
000 of its capital stock. The Rock Island and the St. Paul 
& Kansas City Short Line also asked authority to include the 
Keokuk line in the 99-year lease of the Short Line company’s 
property to the Rock Island, and for authority for the Keokuk 
line to be operated by the Rock Island. 


VAN SWERINGEN MERGER APPROVED 


The Trafic World New York Bureau 


Successful consolidation of the railroads involved in the new 
Nickel Plate system proposed by the Van Sweringen brothers, 
of Cleveland, was virtually assured this week by formal approval 
of the plans by the Erie, the Chesapeake & Ohio, the Hocking 
Valley, and the Pere Marquette. The Nickel Plate accepted 
the terms last week. 

Barring unexpected, organized opposition on the part of 
the Chesapeake & Ohio stockholders, some of whom have ex- 
pressed dissatisfaction with the terms on the grounds that their 
values have not been fully recognized, the merger should be 
completed rapidly. 

The following official statement was given out by President 
Frederick D. Underwood of the Erie after the meeting in New 
York on Monday: 


The board of directors of the Erie Railroad today unanimously 
adopted a resolution that in the cp:nion of the board the unified contro, 
and operation of the railroads of this company and of the New York, 
Chicago & St. Louis Railroad Company, the Chesapeake & Ohio Rail- 
way Company, the Hocking Valley Railway Company and Pere 
Marquette Railway Company would be beneficial to this company 
and to the public which it serves; and that the board recommended 
to the Erie stockholders that they accept the proposal by Messrs. 
O. P. and M. J. V&n Sweringen therefor and deposit their stock 
under the deposit agreement annexed to such proposal and give 
to the committee provided for therein the proxies therein reques- 
ted; also that the President forward to the stockholders contem- 
poraneously with the forwarding of similar communications to 
the shareholders of the other companies a letter setting forth the 
substance of the plan and the reasons of the board in recommending 
its acceptance by the shareholders. 


This announcement did not contain the terms of exchange 
but it is understood that they will be practically the same as 
those outlined in the semi-official notice from J. P. Morgan & 
Co., who, with the First National Bank, are supporting the Van 
Sweringen plans. 

Under these terms the Erie stockholders will receive for 
first and second preferred stock 50 per cent in preferred stock 
of the new Nickel Plate company, and for Erie common stock 
40 per cent in the new common stock. The Pere Marquette 
stockholders will receive for their prior ‘preference stock 100 
per cent in new preferred, for Pere Marquette preferred 90 per 
cent in new preferred, and for common stock 85 per cent in 
new common stock. For Chesapeake & Ohio preferred stock, 
holders will receive 115 per cent in new preferred, and common 
stock 55 per cent in new preferred and 55 per cent in new 
common. Hocking Valley stockholders will receive 50 per 
cent in new preferred and 50 per cent in new common 
stock. Special provision will be made for the existing stock 
of the New York, Chicago & St. Louis so that it will be 
exchanged for an amount. of preferred and common stock 
equal to the amount of its stock now outstanding, and 
further provision will be made for its holdings in the C. & O. 
and Hocking Valley. 

The Van Sweringen plans call for the joining in a single 
system of approximately 14,300 miles of railroads with assets 
of $1,500,000,000, which will be a direct competitor of the Penn- 
sylvania, the New York Central and the Baltimore & Ohio. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subseribers always to be 
sure their traffic files are up- 
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Freight Routing 


Eighteenth of a Series of Twenty-six Articles on the Subject of Routing of Freight, Written 
for The Traffic World by J. D. Collier 


The routing of carload traffic involves many of the prob- 
lems of less than carloads, and also injects numerous problems 
of its own. The fundamental principle, however, is the same— 
to obtain the best results consistent with circumstances. This 
necessarily presupposes a keen insight on the part of the traffic 
manager regarding these circumstances, which include not only 
the requirements of his business, but how to route his ship- 
ments to meet these requirements, or nearly so, and at the 
same time not incur any unnecessary expense. We shall pre- 
sume, in this instance, that the traffic man is fully familiar 
with his company’s business and with the many requirements 
occasioned thereby and also possesses the initiative and ingen- 
uity properly to apply this knowledge. With this situation in 
mind we shall consider the necessity of routing. 

The writer does not claim that all carload shipments should 
be routed, but it is most essential that the largest percentage of 
them should be fully routed, and that the routing be done in- 
telligently, based on actual facts and figures. Only when there 
is a great doubt of the correct application of the freight rate 
or rules that cannot be definitely determined should the car be 
forwarded without full routing. Even in these instances, the ter- 
minal line or some part of the routing should be specified. 

In routing carload freight, it is apparent that the amount 


of freight charges will be greater than in the routing of less. 


than carloads; therefore, the financial responsibility is propor- 
tionately greater. In addition, the complications in rate struc- 
ture are greater, owing to the fact that less than carload ship- 
ments move almost entirely on class rates, which, as a rule, 
are unrestricted, whereas the majority of carload tonnage moves 
on special commodity rates, which are, as a rule, governed by 
certain restrictions, many of which are extremely complicated. 

In the reading of fhe freight tariff publishing the rates, the 
apparent rates are not, as a rule, difficult to find, but the real 
test of the qualified rate man is his ability to determine the 
proper application of a rate. This knowledge is essential in 
routing carloads, and carelessness, lack of this knowledge, or 
proper attention, has been the cause of many controversies 
between shipper and carrier, and has resulted in great losses 
to many shippers. A peculiar, though actual, situation is in- 
jected in this connection; that is the presumption of law, which, 
if considered by the average merchant, would be appalling. It 
is this: He is held to have full knowledge of all published 
records, or records open to the public; conseqtiently, since the 
Interstate Commerce Commission has ordered the carriers to 
publish all their rules and regulations on traffic in tariff form 
and keep them open to public inspection, the shipper is ‘pre- 
sumed to have full knowledge of them and assumes the full 
responsibility of his action in connection therewith. 

Many shippers, not fully realizing the importance of the 
traffic activity, spend large sums of money for transportation 
with little or no knowledge of the situation. If the same condi- 
tion, or lack of attention, existed in the spending of a like sum 
for raw material or operating expense they would be horrified. 
The law permits the shipper to route his freight according 
to his own desire and, regardless of the routing furnished, it 
is presumed that he had some reason or motive for specifying 
the routing as shown by him. The law holds the carrier liable 
in the event that the shipper’s routing instructions are not com- 
plied with. The same regulation imposes full responsibility on 
the shipper for the charges published in connection with the 
route specified, with no recourse. 


If this condition were fully realized, no doubt, much more 
attention would be given and more intelligence would be used 
in routing freight. In years past, when railroad regulations 
were in the formative period, it was the custom to route accord- 
ing to friendship, as rates were protected in a rather loose 
manner. It is a grave reflection on the intelligence of the aver- 
age shipper to say that many consider that the same conditions 
exist today. Nothing is further from the facts. The writer 
does not mean that the personal factor does not have its place 
today; on the contrary, it is, perhaps, more prominent in trans- 
portation than in any other line of trade, but should be con- 
sidered only when all other factors are equal. Therefore, the 
traffic man should be a politician and a diplomat; in fact, many 
men holding prominent traffic positions can attribute their suc- 
cess more to their diplomacy than to their actual knowledge, 
and some who have not been successful can attribute their 
lack of success to their tactics, which lacked diplomacy and 
are the result of undue stress placed on their technical knowl- 
edge of the situation. 

The decision rests with the traffic man whether or not all 
factors are equal, and this decision must be based on the actual 
knowledge of the many factors to be taken into consideration. 


At this time, however, we shall consider only the factor of 
freight rate economy. The same situation exists in carload 
routing as in less than carload routing with regard to the selec- 
tion of a standard versus a differential line. The differential 
line, however, is a more important factor when routing carloads, 
as freight rates, while only slightly lower than the standard line 
rates, demand greater consideration when shipping large quan- 
tities, for even this small advantage, then, is a considerable 
factor. The saving that would be considered negligable when 
shipping less than carloads would, in many instances, be the 
determining factor in shipping a large quantity, such as carloads. 


In shipping from New England points, for instance, to terri- 
tories contiguous to Chicago and west, we have the ocean and 
rail lines operating through Norfolk and Newport News, as 
well as the all rail differential lines to be considered. While the 
distance is invariably greater and the time in transit somewhat 
longer by the differential lines, the service is generally consis- 
tent and this, in itself, is frequently an important factor to con- 
sider. In the last two years the intercoastal service via the 
Panama Canal has been developed to such an extent that much 
tonnage which previously moved by rail via the transcontinental 
lines is being routed from coast to coast by the boat lines oper- 
ating through the Canal. The time in transit is considerably 
longer, but, as a rule, the time made is consistent and the 
saving made by using these intercoastal lines results in such an 
appreciable amount that their service should receive careful 
attention. Great care should be taken, however, that all factors 
be considered when using any route with the thought of freight 
rate saving. The same condition exists in routing traffic as in 
many other activities, in that the finer the lines are drawn the 
greater is the possibility of error. 


In considering routing via the intercoastal lines, tcare 
should be taken that the various extra charges in addition to 
the rates quoted are taken into consideration. The ocean car- 
riers, of course, do not themselves assume the full responsibility 
for the safe carriage of the merchandise, which is imposed by 
law on the standard rail carriers. On account of this, it is neces- 
sary, to obtain the same security as offered by the all rail lines, 
that the shipment be insured. The possibility of damage en- 
route should be considered, as the additional transfers add to 
this possibility. Regardless of settlement for these damages, 
the merchandising factor with the customer must be taken into 
account. The service is excellent and should be taken advantage 
of to its fullest extent, but the traffic manager, in his anxiety 
to save freight rate, should not overlook the possibility of a 
dissatisfied customer and the apparent poor service he is fur- 
nishing the sales department. In many instances, the boat 
docks are nearer the customer and a saving in trucking can be 
made. Some times the customer is further from the dock than 
from the freight station and this, of course, requires additional 
trucking. At most terminals there is also a landing or wharfage 
charge which should be added to the rate quoted by the carrier 
in addition to the cost of insurance. It is obvious, of course, 
that, if the traffic is destined to some inland point, it must 
be carted by motor truck or forwarded by electric line or rail- 
road from the seaboard terminal, which, in addition to the rate, 
is an additional expense. All factors should be taken into full 


consideration so that the right selection of the route will be 
specified. 


In the opinion of the writer, the possibilities of the inter- 
coastal lines are becoming greater and will eventually be a 
much more important factor in transportation than at present. 
The routing of standard rail shipments in carloads can be said, 
in general, to be governed to a great extent by the rate structure 
—that is, the method used to construct the rate from point 
of origin of destination. This probably may be said to consist 
of three parts, considering the order of their precedence as 
covered by the transportation act. If a commodity rate is in 
effect, it takes precedence over a class rate. If a joint through 
rate is in effect it takes precedence over a combination of rates. 
If no joint through rate is in effect it takes precedence over a 
combination of rates. If no joint through rate is published, the 
shipment is entitled to the lowest combination of rates over 
the route by which it actually moves. Some tariffs, such as 
those of the Transcontinental lines, southwestern lines, and 
others, carry an alternative clause, which permits the application 
of the lowest rate contained therein, subject to various restric- 
tions. Perhaps the most simple rates apparently are joint 
through commodity rates. As previously mentioned, they are 
generally the easiest to locate in the tariffs and most of the 
tariffs publishing them are so made up that the rates can be 
easily found by the average rate clerk. The difficulty comes, 
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however, in the application of these rates when a certain route 
is to be selected. This is the most essential feature to be con- 
sidered when authorizing routing. In this connection, we must 
bear in mind that, while we consider the rate in order to de- 
termine the routing, as a matter of fact, after the shipment is 
routed, the routing is the determining factor in the rate, which 
must legally apply. We must accept the full responsibility of 
our routing, as we are presumed by law to know the rate that 
applies over the route that we select and indicate. Therefore, 
lack of knowledge may result in considerable loss. 

A certain concern in Central Freight Association territory, 
having a little knowledge of traffic—just enough to be dangerous 
and costly—recently routed a car belonging to one of the North- 
ern Pacific coast terminal lines. On account of this it injected 
in its routing the car owning line so that it would receive a 
revenue haul. The thought was commendable. It is one of the 
fundamental principles in routing, but it so happened, in this 
instance, that, in the application of the rate, there was a restric- 
tion that made the rate inapplicable over the route specified. 
However, the carrier forwarded the shipment in accordance 
with the instructions given and this resulted in a collection at 
destination of charges based on a combination of locals and an 
apparent overcharge of over $400.00. The shipper expected this 
amount would be refunded to him and presented a claim to 
cover. The carrier, however, having fulfilled its legal. obliga- 
tion and forwarded the shipment over the route specified, was 
obliged by law to collect charges based on the rate applicable 
via that route and consequently could not make a refund. 

Many concerns having no traffic departments rest entirely 
on the information and quotations given them by the rate de- 
partments of the railroads. Many traffic managers do likewise. 
The writer contends, however, that as the decision and re- 
sponsibility of the routing is entirely with the shipper, he is 
endangering his own interests of he fails himself or through a 
trained man in hie own organization, who is competent to look 
up the information necessary to make the decision as to the 
ultimate routing. This is no reflection on the clerks of the car- 
riers. They are required to quote on many commodities and 
classes from and to many points. It would be difficult for 
them to be as accurate in every instance, as would be required 
by the individual concern bearing the responsibility of the rout- 
ing in connection with the rate which they desire to obtain. 
Contrary to the opinion of many shippers, an incorrect quota- 
tion by the carrier does not relieve the shipper of his respon- 
sibility in routing or protect him from the application of the 
legal freight rate over the route which he specifies. 

In this connection, the writer has in mind a certain instance 
wherein a large concern, whose sales manager handled traffic, 
phoned the western office of a prominent Chicago-New York 
trunk line, asking for a rate to a point in the east on a com- 
peting trunk line. While many of the large competing lines 
will provide for the application of joint rates on long hauls, 
and for working arrangements with division sheets to apply, 
they seldom work together on short haul rates. In this instance, 
the tariff quoting a rate did refer to the eastern lines eastern 
basing book, which shows the particular point as a Rochester 
rate point. In the application of these rates, however, there was 
an exception, and while the competing trunk line east basing 
book could be used, this exception qualified this, so that it ap- 
plied only to New York, Philadelphia and Baltimore rate points. 
The shipment was forwarded via Buffalo and, on arriving at 
destination, was charged for on the basis of the rates to and 
from Buffalo, which the shipper had to pay, regardless of the 
fact that the quotation was received from the carrier. 

Great care should be taken in the reading of the tariffs 
and it would require considerable confidence for one traffic 
manager to take the word of another person for the application 
of a rate necessary for him to authorize a specific routing. In 
some instances, it is very difficult to ascertain the correct 
application of the rate, or to obtain any authority which would 
justify the assumption of the responsibility necessary to specific 
routing of particular shipments. In cases of this kind the 
shipper is justified in specifying either some particular gate- 
way or a terminal delivery, leaving the routing to the discretion 
of the carrier. This is generally known as open routing. The 
law imposes on the carrier the obligation of forwarding the 
shipment via the shipper’s reasonable route in the event no 
specific routing instructions are given. Consequently, by omit- 
ting routing in cases of this kind the shipper is fully protected 
by this ruling. 

In the next article we shall consider the routing of ship- 
ments on which there is no joint through rate in effect. The 
problems injected by this condition result in some of the most 
interesting phases of traffic, as well as some of the most com- 
plicated situations. 


ABANDONMENT APPLICATIONS 


The Boston & Maine and the Nashua & Acton have applied 
io the Commission for authority to abandon the Nashua & Acton 
railroad, and certain trackage rights of the. Boston-& Maine. 
The Nashua & Acton line extends from Nashua, N. H., to North 
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Acton, Mass., a distance of approximately 20 miles. The Boston 
& Maine asked authority to abandon the use,- under contract 
with the Old Colony Railroad Company, of its trackage rights 
over the latter’s line from Acton Junction to Concord Junction, 
Mass., a distance of approximately 4 miles. The applicants 
said the operation of the Nashua & Acton and of the track used 
in connection with it, had for many years resulted in a material 
loss and that operation in the future would result in further 
material losses. They said public demand for service was so 
small that the cost thereof far exceeded the total revenue 
therefrom. 

The Oakdale & Gulf Railway Company has applied for 
authority to abandon operations of a leased line from Godwin to 
Caney, La., a distance of approximately 2 miles. The line in 
question is leased from the Forest Lumber Company and the 
Bowman-Hicks Lumber Company. Lack of traffic is the reason 
given for the desire to discontinue operations. 

The Caddo & Choctaw Railroad Company has applied for 
authority to abandon its line from Rosboro, Ark., at its junction 
with the Womble branch of the Missouri Pacific, to a point 
about 1 mile distant. The applicant said the abandonment was 
sought only as to interstate and foreign commerce, and that the 
line was only hauling logs from the woods to the mills, that it 


shared in no division and did not wish to join in joint rates and 
through routes. 


CUBAN ROADS MERGED 


x The Trafic World New York Bureau 


Announcement is made of the merger of three Cuban rail- 
roads under joint American and Cuban control. These are 
the Cuba Northern Railroad, the Cuba Railroad, and the Cama- 
guey & Nuevitas Railroad, which will become the Consolidated 
Railroads of Cuba. The new company has a Cuban charter. 
Horatio S. Rubens, of Cuba, has been elected president; D. A. 
Galdos and Oscar Alonso are vice-presidents; Thomas L. Clear, 
recently treasurer of the U.S. Shipping Board, is treasurer; 
W. H. Baker is secretary. The board of directors consists of 


E. J. Berwind, P. A. Rockefeller, Horatio, Rubens, H. C. Sakin, and 
J. M. Tarafa. 


CLINCHFIELD LEASE APPROVED 


The Trafic World New York Bureau 


Lease of the Carolina, Clinchfield & Ohio Railway, subject 
to the terms imposed by the Interstate Commerce Commission, 
will be carried out by the Atlantic Coast Line and the Louis- 
ville & Nashville Railroad, following meetings in New York 
at which the matter was discussed. 

The conditions laid down by the Commission included the 
following: The’ applicants must maintain the Carolina, Clinch- 
field & Ohio as a separate corporate unity and must maintain 
a separate organization for the combined properties of that 
company, with a responsible operating management directly in 
charge; existing routes and channels of trade heretofore estab- 
lished by other carriers in connection with the Clinchfield 
must be preserved; the applicants must permit the line of the 
Clinchefild and its subsidiaries to be used as a link for through 
traffic via existing gateways of interchange, or via gateways 
to be established subsequently under authority of the Commis- 
sion by means of connecting lines proposed to be built by the 
Louisville & Nashville. 

The application of the Atlantic Coast Line and the Louis- 
ville & Nashville calls for a 999-year lease, and this term is 
approved by the Commission, dating from May 11, 1923. 





FAST SILK CARGO MOVEMENT 

The Great Northern Railway has just hauled a special 
cargo of silk over its line 1,784 miles from Seattle to St. Paul 
in 38 hours, 50 minutes. This was an average speed of 45.9 
miles an hour, faster than the crack passenger trains. The 
entrie route of this race was 8,300 miles. Steamships, special 
trains, seaplanes, and airplanes participated in the haul. There 
is a reason why silk is rushed from Yokohama to New York at 
break-neck speed. With the exception of gold and silver bul- 
lion, silk probably is the most precious commodity, weight for 
weight, transported on a large scale in commerce. A single 
special train hauls five million dollars’ worth of silk. The 
saving of two days’ sailing time between Yokohama and Seattle 
makes a difference of fifty cents a bale at New York. Interest 
on the millions of dollars tied up multiplies rapidly and there 
is also insurance. A world’s record on the Yokohama-New 
York silk course was set up a few months ago when the Orient 
was brought within 13 days, 3 hours and 8 minutes of Man- 
hattan. The record now established is 12 days, 14-hours, and 
36 minutes. Special port forces moved the consignment in 
three hours to the silk train waiting. The Oriental Limited 
trains take 70 hours to reach Chicago; the “reefer,” as the silk 
special is known to railroaders, made it in 48 hours, 24 minutes, 
a total of 73 hours from Seattle to Jersey City. 
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August 30, 1924 


WENATCHEE SOUTHERN CASE 


The Trafic World Washington Bureau 


The Great Northern has petitioned the Commission for re- 
opening of the finance case (No. 2172) in which the Commis- 
sion, by a vote of six to five, approved the application of the 
Wenatchee Southern Railway Company for authority to cen- 
struct a line of railroad to serve the Wenaichee fruit growing 
district in the state of Washington. (See Traffic World, Aug. 9, 

. 318.) 

The Great Northern said in its petition that the decision 
of the Commission involved a principle which was iovel and 
which had not been adequately discussed. 

“It has been assumed,” the petitioner said, “in the :rgu- 
ment submitted by the protestant that the probable inability 
of the proposed road to earn its expenses and charges would 
be a bar to a certificate of necessity; consequently, protestant 
has not adequately discussed any possible exceptions which 
should be made to such a rule, nor the question as to how far 
and under what conditions such a rule should be departed from. 
The question as to when, if at all, a certificate of necessity 
should be granted in spite of the probable inability of the pro- 
posed road to pay its expenses, is a vitally important one. 
* * * Jn view of the importance of this question and the 
inadequate discussion that it has received by the parties, we 
submit that the decision should not become final without giving 
the parties a further opportunity for more adequate discussion.” 

The Great Northern also said the close division in the 
Commission itself warranted the conclusion that the question 
was at least a doubtful one. It also said it believed the deci- 
sion of the majority was based upon two premises that were 
erroneous, namely, (a) that the entire burden of the loss in 
case of failure would fall upon the Wenatchee Southern in- 
vestors who were willing to assume the risk and that improved 
service at Wenatchee would be the probable result of the con- 
struction and that such result was sufficient to justify the risk 
of possible or probable loss to the investors. The Great North- 
ern said that the only fair conclusion from the evidence was 
that the Wenatchee Southern could be of little substantial assist- 
ance in the period of peak demand and that Wenatchee must 
continue to depend primarily and almost exclusively on the 
Great Northern for its service in peak periods. It said the 
Wenatchee Southern would divert traffic in the slacker periods, 
and that two or three thousand cars a year in such periods 
would not be sufficient to support that railroad, but would 
deprive the Great Northern of the most profitable portion of 
its annual traffic. Investment of three or four million dollars 
in the Wenatchee Southern would tend to divert just that much 
effective capital from more legitimate railroad enterprises, the 
Great Northern said, and that that amount invested in the 
enlargement of Great Northern facilities would accomplish many 
times as much good for Wenatchee as could be accomplished 
through construction of the Wenatchee Southern. 

The Great Northern said its contention was that the loss 
from failure of the Wenatchee Southern would not be confined 
to the investors in the Wenatchee Southern, as the majority 
opinion assumed, but that it would be shared to an even greater 
extent by Great Northern investors and Great Northern ship- 
pers, including the Wenatchee district itself. 

The protestant also contended in its petition that no present 
necessity was shown by the evidence nor indicated in the find- 
ings of the majority and that the undisputed evidence, as well 
as the findings of the majority, warranted the conclusion ihat 
the present service was entirely adequate and would continue 
to be adequate. It also said the Wenatchee district had be- 
come indifferent to the project and that the demand for the 
road had ceased and interest in it had died out among the 
substantial interests in the valley. It also contended that the 
proposed road would be an exact duplication of existing service. 
It said it was not acting as a “dog in the manger,” and that 
the evidence and findings showed that the Great Northern was 
amply able to handle present and probable future traffic. 

Continuing, the Great Northern said: 


The forcing of standard railroad stocks to par upon the market 
is a much more vital problem calling for the Commission’s solution. 
The Commission itself has repeatedly called attention to the des- 
perate condition of railroad finances. Existing carriers cannot 
continue to function if they become congested and they cannot 
avoid congestion without constant enlargement and constant ivest- 
ment of new capital. They cannot obtain new capital indefinitely by 
the issue of bonds, but must be placed in a position before tong to 
market stock, and they cannot afford to market stock without getting 
approximately par value for it. It follows that the very existence 
of American transportation is dependent upon the forcing of stand- 
ard reilroad stock to par. This problem is more imminent in the 
Northwest than in any other section of the country. It is respect- 
fully submitted that the diversion of capital from the expansion 
of existing lines to the construction of unnecessary new ones and 
the diversion of traffic from an existing line, where it represents 
the margin of difference between profit and loss, to a newly con- 
structed line, whire it can mean nothing but loss, is not a step 
which should be taken during the present crisis. * * * The only 
argument in favor of granting the certificate seems to be that the 
Investors. are willing to face the probable loss of their money. Cer- 
tainly Congress never intended that ‘a certificate should be granted 
upon this ground alone or it never would have passed the statute at 
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all. * * * If it is possible for a case to arise justifying refusal, 
this would seem to be the case. ' ses 


LAKE CARGO COAL CASE 


The Trafic World Washington Bureau 


August G. Gutheim, attorney for the Pittsburgh Coal Pro- 
ducers’ Association and the other complainants in No. 15007, 
and C. J. Goodyear, the association traffic manager and prin- 
cipal witness for the complaining operators in the three cases 
that are collectively known as the lake cargo coal case, have 
filed the first volume of their brief in that case. It is a state- 
ment of the issues, as they see them, and an abstract of the 
testimony they think supports their main contention, namely, 
that the rates they are compelled to pay are unreasonable, 
intrinsically and relatively. It is a volume of 140 pages. That, 
it is believed, will suggest the intensity of the fight that has 
and is being made in behalf of lower rates from the district 
nearest the ports, for rates the operators therein believe are 
needed to enable the Pittsburgh district to recover, in a meas- 
ure, the position they claim they once held, in the total pro- 
duction of the country and in the lake cargo coal trade. They 
believe rates have favored other districts and unduly prejudiced 
the Pittsburgh and other complaining districts, namely, Pitts- 
burgh Vein No. 8 and Cambridge districts in Ohio. 

In a foreword they reviewed the efforts made by operators 
in the districts that claim to be unduly prejudiced, to bring 
about a readjustment of the rates so as to lay the foundation 
for emphasizing that while the Commission, in two prior cases, 
dealt with the question of lake cargo coal rates, it never since 
has ordered the 78-cent rate in the Boileau case, 22 I. C. C. 640, 
from Pittsburgh to Ashtabula, passed on the reasonableness of 
the lake cargo coal rate from the Pittsburgh district, now 
$1.66 per ton. They directed attention to the fact that the 
complaining association, in 1916, attacked the reasonableness 
of the rate. In addition they claimed the 78-cent, then in effect, 
was also unjustly discriminatory. In the course of the case 
the Pittsburgh operators withdrew the allegation of unjust dis- 
crimination, but never the claim of unreasonableness. That 
case was merged with the Commission’s own investigation, 
docket No. 8725, the final report being made under the title 
Lake Cargo Coal Rates, 46 I. C. C. 159, decided July 13, 1917. 

The wide geographical scope of the case is indicated by 
the fact that there are 53 districts from which lake cargo coal 
rates apply, although there are shipments from only 29 of them 
involved in the case. Prior to 1914 there were shipments from 
only 18 districts. Messrs. Gutheim and Goodyear called par- 
ticular attention to the fact that since 1914 the number of 
districts from which lake cargo coal shipments were being made 
had increased from 18 to 29, coincident with a decline in the 
tonnage of the Pittsburgh district. 

They summed up their statement of the case by asserting 
that the case resolved itself into eight issues, as follows: 


1. Whether the rates from the Pittsburgh district to Lake Erie 
ports are unjust and unreasonable per se because too high. 

. Whether the rates from the Number Eight and Cambridge 
districts to Lake Erie ports are unjust and unreasonable per se be- 
cause too high. 

3. Whether the rates from the Pittsburgh district to Lake Erie 
ports are unjust and unreasonable as compared with the rates from 
the preferred districts, embracing within that term all the districts 
except Pittsburgh, Number Eight and Cambridge. 

4. Whether the rates from the Number Eight and Cambridge 
districts are unjust and unreasonable as compared with the rates 
from the same preferred districts. 

5. Whether the rates from the Fairmont district are unjust and 
unreasonable as compared with the rates from Number Hight, Cam- 
bridge, Pittsburgh, Connellsville, Crooksville and Shawnee. 

__.6. Whether the relation of the rates to Lake Erie ports from 
Pittsburgh, Number Eight and Cambridge, on the one hand,: and 
from the preferred districts (being all the other districts) on the 
other hand, results in undue prejudice to said Pittsburgh, Number 
Hight and Cambridge districts, and in undue preference to said pre- 
ferred districts. 

. Whether the relation of the rates to Lake Erie ports from 
Fairmont on the one hand, and from Number Eight, Cambridge, 
Pittsburgh, Connellsville, Crooksville and Shawnee, on the other hand. 
results in undue prejudice to Fairmont and in undue, preference of 
—— Hight, Cambridge, Pittsburgh, Connellsville, Crooksville and 

awnee. 

8. Whether, the rates per se from Pittsburgh, Number Eight 
and Cambridge being established, and the relation of those rates to 
the rates from the preferred districts being established, by the Com- 
mission, any rates from said preferred districts lower than what re- 
sults from the application of the differential relation so established 
to the rates so established from Pittsburgh, Number Eight and Cam- 
bridge, would be unjust and unreasonable in the future, because un- 
reasonably low. 


Abstracts of testimony in the lake cargo coal case 
have also been sent to the Commission by Andrew P. Martin 
for the Wheeling & Lake Erie; T. H. Burgess, for the Middle 
District Operators of Ohio; W. N. King, Andrew P. Martin, 
W. N. Northcutt, J. S. Patterson, James Stillwell, C. R. Webber, 
D. Lynch Younger and W. S. Bronson for the defendants; Wal- 
ter D. McKinney and George N. Brown, for the Southern Ohio 
Coal Exchange; E. J. McVann for the Northern West Virginia 
Coal Operators’ Association, the complainant in No. 15423; E. 
L. Greever, J. F. Bullitt, and Norman, Quirk and Graham, for 
the interveners in West Virginia, Kentucky, Tennessee and Vir- 
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ginia named in the abstract; F. M. Livezey, for the Public 
Service Commission of West Virginia; and Ernest S. Ballard 
and James Dale Thom, for the Pittsburgh Vein Operators’ Asso- 
ciation of Ohio et al., the complainants in No. 15007, sub. No. 1. 

The abstracts were filed in compliance with the request of 
the presiding examiner, the writers said. They reserved their 
arguments for the briefs, the latter due September 15. Messrs. 
Gutheim and Goodyear made an argumentative statement of the 
case brought by their clients as an addition to a _ historical 
forword covering the prior efforts of the Pittsburgh operators 
to obtain, as they contended, the judgment of the Commission 
on the reasonableness of the rates, concerning which they con- 
tended there had been no decision, although the question was 
raised in the complaint filed in 1916. Attorneys for other com- 
plainants, interveners and the railroads did not go into the 
history of the litigation, and, broadly speaking, whatever argu- 
mentative statements they made were made in connection 
with the abstracts of the testimony upon which they relied to 
persuade the Commission it should adopt their views of the 
cases. 

The disagreement among the railroads as to the treatment 
to be given the rates is shown in a separate abstract of testi- 
mony filed by Andrew P. Martin, on behalf of the Wheeling & 
Lake Erie. He joined the attorneys for the other railroads 
in their 168 page abstract but, on account of the disagreement, 
his adhesion to that abstract was limited in the way indicated. 
The Wheeling & Lake Erie agrees with the other railroads 
that the rates from the complaining Pittsburgh and Ohio dis- 
tricts are reasonable per se. It disagrees with them in their 
view that the present differentials between those complaining 
districts and the so-called preferred districts are proper. In 
the interest of economy in the record, the Wheeling & Lake 
Erie suggested that testimony in behalf of the carriers that 
did not conflict with its contention should be regarded as testi- 
mony in its behalf. The abstract filed by the other railroads 
contained the same limitation and explanatory matter. 

The contention of the so-called preferred districts, it is 
believed, is summed up in the abstract for the outer crescent 
interveners, in a heading for the testimony showing the rate 
adjustment for various years in which it is declared: “That the 
lake cargo rate structure and the differentials here involved 
are the natural outgrowth of the development of competition 
between coal operators in the different fields engaged in the 
lake cargo trade, and between the carriers serving these fields, 
during which period the Commission, at various times, has had 
occasion to deal with these rates and differentials, and in 1917 
the present differentials were prescribed by the Commission.” 

In behalf of the northern West Virginia operators E. J. 
McVann traced the history of the separation of the northern 
West Virginia or Fairmont field from the Pittsburgh district, in 
a rate sense. He pointed out that at present, although the 
average haul is only 90 miles greater than from No.8 district 
in Ohio, the rate is 18 cents greater, and the district is 15 cents 
above Pittsburgh, while twenty-five years ago it was on a 
parity with Pittsburgh and but three cents over Ohio. It was 
that diflerence in rates that caused the operators in northern 
West Virginia to file the formal complaint, he said. 

The Ohio complainants, operators in the Pittsburgh vein, 
speaking through Messrs. Ballard and Thom, contended that 
the rates from those districts had been exorbitantly increased 
since they had been passed upon by the Commission, and, 
among other claims, that the principal operating official of 
the Wheeling & Lake Erie had admitted that the present rate 
from the No. 8 district to Huron, O., was unreasonably high. 

Mr. Brown and Mr. McKinney said they had had some diffi- 
culty in preparing their abstract of testimony relied upon by 
them to sustain their case chiefly from the fact that many, if 
not most, of the witnesses who testified had presented material 
evidence upon which the interests represented by the Southern 
Ohio Coal Exchange placed reliance. They said that to make an 
abstract of all the testimony upon which they placed reliance 
would make the abstract too long for any practical use. They 
reproduced Mr. McKinney’s testimony in full. 

Mr. Burgess, for the Middle District Operators, abstracted 
the testimony of W. H. Haskins, his witness, and the cross 
examination of C. J. Goodyear to show the facts upon which his 
clients, interveners in No. 15007, the leading complaint, and 
sub No. 1 thereunder, rely to prove their contentions. 

Mr. Livezey, for the West Virginia commission, intervener 
in the Pittsburgh operators’ case and the sub-number there- 
under, abstracted the testimony of the witness presented by him 
in behalf of communities in West Virginia which claimed that 
the rate adjustment was hurtful to them, and their interests. 


COAL PRODUCTION AND SHIPMENT 


“The second week of August witnessed but little change in 
the production of soft coal,’ the Geological Survey says in its 
current weekly coal report, which in part follows: 


The railroads reported loading 144,972 cars, which indicates 
that the total output, including lignite, coal coked at the mines, 


mine fuel, and local sales, was approximately 7,831,000 net tons. 
This was an increase of 42,000 tons. 
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Continued recovery is indicated by preliminary reports on 
cars loaded on the first two days of the week (August 18-23). 


Production of anthracite declined sharply in the week ended 
August 16. Preliminary estimates based on incomplete returns 
place the total output at approximately 1,386,000 net tons, a de- 
crease of 278,000 tons, or nearly 17 per cent. The reports do not 
reveal the cause of the slump, but it appears to have been due to 
the closing of many mines on Friday and Saturday. According 
to the best information available, the shut-down was necessary 
in order to prevent the accumulation on sidings, at junction 
points and at terminals, of a greater number of loaded cars than 
are already there. The information further indicates that the 
number of cars tied up at such points is already of serious pro- 
portions. Search of the records shows that this is the lowest 
record of production in recent years for a full-time week. 


Owing to the fact that complete reports on the all-rail move- 
ment of coal into eastern New York and New England have not 
been received for the week ended August 16, it is impossible to 
show the quantity forwarded into that territory in that. week. 
There was a slight decline in the movement of both bituminous 
coal and anthracite in the week ended August 9, when 2,485 and 
3,097 cars, respectively, were forwarded. Bituminous shipments 
were but little more than half those in the corresponding week a 
year ago, and anthracite shipments were about three-quarters of 
those in that week. 


Greater activity in the tidewater business at Hampton Roads 
was reported in the week ended August 16. The total quantity of 
soft coal handled over the three piers at that port was 384,398 net 
tons, an increase of 47,748 tons. The improvement was due to an 
increase of 19 per cent in cargoes billed to New England con- 
signees, and of 20 per cent in exports. Shipments to the “other 
coastwise” trade declined somewhat. 

Shipments of bituminous coal via the Lakes recovered some- 
what in the week ended August 17, but failed to reach the level 
of the week of August 3. Reports courteously submitted by the 
Ore and Coal Exchange show that dumpings over the lower Lake 
Erie piers totaled 815,243 net tons, an increase of 31,168 tons. Of 
the total dumpings, 773,682 tons were cargo coal and 41,561 tons 
were vessel fuel. In the corresponding week a year ago nearly 
a million tons were dumped. Cumulative dumpings of cargo coal 
during the present season to date stand at 11,350,693 tons, a de- 
crease of 33 per cent from the corresponding figure for 1923, and 
of 24 per cent from that for 1921. 


The movement of anthracite up the Lakes also increased 
slightly, and totaled 170,148. net tons as against 160,133 tons in 
the week before. The improvement was due to an increase of 75 
per cent in dumpings at Erie, which was partially offset by a 
decrease of 3 per cent at Buffalo. Cumulative dumpings during 
1924 to August 17 stood at 1,946,275 tons, a decrease when com- 
pared with the corresponding period last season of 172,779 tons. 


FRUIT AND VEGETABLE SHIPMENTS 


Heavy gains in the movement of grapes, potatoes and apples, 
the week ended August 23, were almost balanced by lighter ship- 
ments of watermelons, peaches and cantaloupes, and the total 
number of cars loaded was 16,550, a slight increase over the 
preceding week, the Bureau of Agricultural Economics, of the 
Department of Agriculture, said in its weekly review of fruits 
and vegetables. The totals from the weekly summary of carlot 
shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. Aster- 
isks (*) placed at commodity totals indicate that such changes have 
been made for one or more of the states in that group. 


Total Total 
This Last 
Aug. Aug. Aug. Sea- Sea- Total 
17-23, 10-16, 19-25, son to son to Last 
1924 1924 1923 Aug. 23 Aug. 25 Season 
Apples— - 
| ee 642 *410 970 *4,397 6,566  *138,634 
Cabbage— 
oe 417 *239 427 *18,585 14,777 37,248 
Cantaloupes— 
ae 911 *1,127 963 *24,737 21,868 *25,920 
Honeydews— 
: | 187 191 nei Sie «Beek es. | | eeehes 
Celery— 
EE Sakicireane 96 *92 87 *7,693 6,990 16,863 
Cucumbers— 
eee 102 55 71 6,403 5,241 5,692 
Grapes— ¥ 
| ree 1,693 771 1,552 4,593 4,121 65,362 
Lemons— 
eee 259 317 135 12,107 7,802 8,194 
Lettuce— 
2 eee 432 *524 645 *25,233 23,136 27,712 
Mixed Deciduous Fruits— a 
a ees 361 400 480 4,029 6,763 9,072 
Mixed Vegetables— 
... eee *640 582 *19,766 16,649 23,803 
Onions— 
ee 581 *436 630 *8,753 7,585 *29,494 
Oranges— 
MND o.Diacwiv viave-s 610 572 651 *71,782 65,982 68,406 
Peaches— e 
MEE “Kaiwinw cores 2,169 *3,080 1,847 *26,127 19,847 *33,525 
Pears— 
OME Se diccscs 967 *1,069 1,325 *6,337 8,547 18,461 
Plums and Prunes— 
ee: 344 213 672 1,936 3,095 6,788 
Sweet Potatoes— 
.. . See 295 *204 513 *933 1,284 *13,942 
Tomatoes— 
ee 282 *381 293 *17,659 15,922 24,116 
Watermelons— 
.. fe 1,314 *2,477 1,578 *40,070 29,634 33,010 
Potatoes— 
| Pere 4,246 *3,316 4,239 *62,049 50,990 > *241,870 
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OCEAN RATES FIRM BUT QUIET 


The Trafic World New York Bureau 


The ship charter market this week remained strong, but 
the number of fixtures was small, due to the refusal of ship- 
owners to place their vessels at the rates offered by shippers. 
This led several of the freight brokerage firms to say that the 
owners were attempting to advance rates more rapidly than 
the improvement in traffic justified. 

Grain business was the feature of the week, with future 
rates for October from Atlantic ports to the Continent advanc- 
ing to 14 cents a 100 pounds. A number of vessels were fixed 
from Montreal and the Gulf to Europe, with rates of 19% 
cents from Montreal to Sweden and 14 cents to the Continent, 
for September loading. Rates from the Gulf to Rotterdam for 
October loading increased to 15% cents, while a steamer was 
fixed to the. Mediterranean at 4s. 6d. a quarter. Gulf to the 
United Kingdom was 3s. 1044d., while Gulf to the Mediterranean 
on the west coast of Italy was 18 to 18% cents a 100 pounds. 
Rates from Montreal to the United Kingdom ranged from 3s. 
to 3s. 6d. a quarter, to the Antwerp-Hamburg range 12% tq 
13 cents a 100, and to the Bordeaux-Hamburg range about 14 
cents. Shipments were fixed from Montreal to Greece at 19 
cents a 100. These rates generally represented advances 
over the previous rates> 

Grain traffic from Atlantic ports on regular liners increased 
and rates also moved upward, but as the business was not large 
enough to take available space, tramp steamers were not at- 
tracted to the market. ; 

A renewal of activity was noted in the oil tanker market 
for both coastwise and trans-Atlantic ports. Gulf to Stockholm 
trade was closed at $6.25 and Gulf to Norway. at 21s. 6d. 

The coal market was quiet, following the recent spurt. A 
part cargo was booked to Trieste and Venice at $2.65 a ton, 
but this was considered well below the full-cargo market. One 
ship was fixed to Rio at $3.25 a ton, while other business was 
offered at $3.10 to $3.15. 

The sugar trade was practically unchanged from recent re- 
ports, though a moderate business was done. 

Commenting on the tendency of shipowners to force the 
market, Funch, Edye & Co. had the following to says: 


Inordinate expectations are bound to suffer disappointment, 
for whatever general improvement develops, the advance of rates 
cannot be, at best, more than a moderate one, as in the nature of 
things any radical inflation of tonnage or commodity prices will 
tend to check the expansion of new business as well as produce the 
inevitable return to the operation of laid-up tonnage. . The 
general indications continue to point in the direction of a better 


. freight market, but the tendency to overrate this trend would seem 


to be too prevalent at times. 


Lunham & Moore said: 
Charterers are not keen to go long of tonnage at the advanced 


rates asked by .owners. They are willing to go along with the 


market as demands warrant, but owners will be wise if they do 
the same thing. 


The Admiral Oriental Line has received information from 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE Rhee EVER IN DEMAND 








6 point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill, 





POSITION WANTED—Traffic Man who understands rate con- 
struction, analysis, claims, Interstate Commerce law, procedure before 
the Commission, etc. Two years practical experience. University 
graduate of transportation, three years law training, age 36, 
married. Address S. S., care Traffic World, Chicago, Il. 





_ WANTED—Position as traffic manager or assistant with indus- 
trial or commercial organization. Six years industrial experience, 
three years with commercial body. Familiar with all phases traffic 
work, Address B. P. W., care Traffic World, Chicago, Illinois. 


_ , POSITION WANTED—Traffic Man seventeen years railroad and 
industrial experience, specialist in handling freight claims, all de- 


scriptions. No objection to leaving Chicago. Address E. F. G., care 
Traffic World, Chicago, IIL 





WANTED—Traffic man, familiar with I. C. C. law, capable of 
Preparing data and filing complaints before the Commission. State 
Salary expected and experience. Will allow bonus on all cases of 
reparation. Address “G. H. K.,”’ care Traffic World, Chicago, Ill. 


FOR SALE—Traffic Service Bureau, well established, expansion 
unlimited. Tariff file and equipment complete, overhead expense 
reasonable. Excellent Illinois leeation. Good reason for selling. 
Priced right. Address R. T. G., care Traffic World, Chicago, Ill. 
SS 


FOR SALE—File of freight tariffs covering rates to and from 
Central Freight Association and Western Trunk line territory five 


years back. Best offer takes them. Illinois Retail Hardware Associa- 
tion, Box 118, Elgin, Illinois. 
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their Yokohama agent saying that there is now no sign of the 
congestion there which followed the earthquake. Lighterage 
— are adequate and rates have returned to a reasonable 
level. 

The Hamburg-American Line, operating a service jointly 
with the United American Lines, announces that, beginning 
with the departure of the steamer Albert Ballin from New York 
on August 30, its liners will make regular calls at Cherbourg, for 
the first time in ten years without a special permit from the 
French government. 

Effective September 28, through rates on cotton from south 
Texas points via Galveston to the Atlantic seaboard territory 
will be published in connection with the Mallory Line, which 
will overcome the present advantage enjoyed from practically 
all points within 210 miles of Houston via the Southern Steam- 
ship Company. 

In order to make its lumber rates more flexible to meet 
tramp competition, the Northern division of the Pacific West- 
bound Conference has abandoned its recent low rates in favor 
of “open” rates to the Orient, excepting only the ports of Hong- 
kong and Manila. The rate is declared open from August 19 


ALBANY, Wl. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 


with rail connection, U. S. Port of Entry. 
Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 















Serving New yor, From the Hub 


Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 
Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 

Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 






Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 






Petry Express & Storage Co. lnc. 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 






TART 
TRIVE 
UCCEED 


IN YOUR CHOSEN PROFESSION 


The College of Advanced Traffic 


TEACHES SCIENTIFICALLY 


Traffic Management 


by actual practice with Tariffs, Classifications, Exceptions, etc. 
including Rules of Practice before the Commission, and all other 
important legal traffic phases. All Fall semesters open Sept. 15. 


G. A. RAUTENBERG, Director 
COLLEGE OF ADVANCED TRAFFIC 


Phone Harrison 8650 608 South Dearborn Street, Chicago, Ill. 
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to October 31. The previows quotations on small sizes of lum- 
ber was $7 to Japan and $9 to China and Manila. The removal 
of the conference rate had little effect on the market, which 
is on a distress basis. 

Two motorships have been purchased in Germany by 
Thomas Crowley, president of the Crowley Launch & Tugboat 
Company, for a new freight and passenger service between San 
Francisco and the west coast of Mexico. 

Philadelphia has been made the first eastbound port of call 
and is also included in the westbound itinerary of the Dollar 
Line intercoastal service for the first time with the sailing of 
the Margaret Dollar late this month. Heretofore Philadelphia 
has been the second eastbound port and westbound cargo has 
been accepted before the Boston and Portland, Me., cargo has 
been discharged. 

The Bull Lines have opened a branch office at Grand Bas- 
sam on the west African coast in charge of Capt. Walter L. 
Farnsworth. This is one of the principal mahogany shipping 
ports of west Africa. 

The Booth American Shipping Corporation announces that 
the navigation of the River Amazon to Manaos, Iquitos and the 
Amazon district has been interrupted, temporarily at least, by 
political disturbances. The company has notified shippers, ac- 
cordingly, that goods consigned to this district will be taken 
strictly upon the terms of the bills of lading, without liability 
for circumstances beyond their control. 

In preparation for an increase in mtercoastal freight and 
passenger business this fall and winter, the Panama-Pacific Line 
has just completely reconditioned the steamer Finland and is 
now ready to overhaul its vessels, Manchuria and Kroonland. 


FLEET CORPORATION SURVEY 


The Trafic World Washington Bureau 


The Shipping Board has requested President Palmer of the 
Fleet Corporation to prepare a report indicating how many ves- 
sels and what type of vessel will be necessary in gradually 
building up the government fleet to a condition where it can 
carry the major portion of the commerce of the United States. 
President Palmer said this would require extensive study, but 
that considerable progress had already been made. 

“In order to make a comprehensive recommendation,” said 
he, “it is necessary to get together all the available data as to 
the different kinds of commodities moving to and from United 
States ports and to segregate these under the headings of 
‘high grade’ and ‘low grade’ cargo, with special reference to 
such as is carried on tramp service, on cargo liners and on 
combination passenger and cargo vessels.” 

Shipping Board officials explained that the Fleet Corporation 
would obtain the data which the special committee appointed 
by President Coolidge to survey the needs of the merchant 
marine started out to prepare. This information will be of use 
in connection with possible application of section 28 of the 
merchant marine act, it was said. 

The Shipping Board’s goal is to obtain 51 per cent of the 
ocean commerce of the United States for American flag ships. 
It is understood, however, that “51 per cent of the commerce” 
has not been defined and that there is a difference of opinion 
as to what is meant by that phrase. There would be a differ- 
ence, it is pointed out, between 51 per cent of the commerce 
on the basis of value and on the basis of tonnage. American 
vessels carry a great deal of low-grade cargo, while foreign 
ships carry a great deal of high-grade cargo. 

The survey being made by the Fleet Corporation will show 
what suitable vessels the government has and what types of 
ships it should have to compete for the ocean tonnage of the 
country. It will also raise the question as to what should be 
done with the vessels tied up for which business cannot be 
obtained. Such vessels may be held as a reserve for the mer- 
chant marine or for the national defense. 


THE MERCHANT MARINE PROBLEM 


“The one topic that the various presidential and vice-presi- 
dential candidates seem te ignore completely in their accept- 
ance speeches and other recent utterances is the problem of 
the American merchant marine,” says the National Merchant 
Marine Association. “With the Republican administration do- 
ing nothing but wait for the reports of advisory committees, 
and the Democratic party making no effort to offer to do any- 
thing tangible, preparations apparently are going ahead for 
the negotiation of new commercial agreements with Holland, 
Spain and France, fostered by the State Department and having 
for their object agreement on the part of the United States 
to do nothing in the way of preference for its own shipping.” 
Continuing, the association says: 


Ratification by the senate of any one of these treaties would be 
the death warrant of the American merchant marine, for an agree- 
ment made with any one nation would open the way for similar 
agreements with all the rest. No announcement has been made as 
yet that negotiations are under way with Great Britain, who is 
interested on a larger scale than any of the others, and it is prob- 
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able that the unveiling of the British pact will be discreetly post- 
poned until a few more test cases have been made by the state 
department with other countries. 

Recent reports from England indicated that many British busi- 
ness concerns had stated that under no circumstances would they 
use American vessels to ship goods by. This is of interest in con- 
nection with the recent action of Chairman O’Connor of the shipping 
board in seeking to secure from American shippers a statement as 
to their willingness to use American ships. Our imports represent 
our purchases and the purchaser in trade has the right to specify 
the means of shipment. That Americans do not exercise this right 
to the extent that other nations do is strikingly illustrated by the 
trade figures for the fiscal year ended June 30, last, just issued by 
the department of commerce. These show that of the total imports 
into the United States during the period mentioned a greater value 
was brought here in British ships than in our own vessels; the 
aggregate for American vessels being $1,011,000,000, as against $1,080,- 
000,000 British carried; a lead of nearly $70,000,000 for our chief 
foreign competitor. 

While our ships carried a greater value of our total exports than 
British ships did, the American merchant marine cut a very small 
figure in the trade between this country and England. While the 
distribution of this trade by values has not yet been published by 
the department of commerce, records are given of the net tonnage 
of vessels with cargo plying between the two countries during the 
fiscal year, These show that entires and clearances of American ships 
from England aggregated only 2,950,000 tons, as against 10,488,000 
tons of foreign shipping, and this despite the fact that the total 
a — tonnage showed a gain over the figures for the previous 
iscal year. 


FLEET CORPORATION AFFAIRS 


The Trafic World Washington Bureau 


H. Y. Saint of the stevedoring committee of the Fleet Cor- 
poration has returned from a three months’ trip to Europe to 
investigate stevedoring conditions abroad. He visited all the 
northern European and United Kingdom ports and spent con- 
siderable time visiting Spain and Italy. President Palmer said 
Mr. Saint’s visit resutled in arrangements being made for re- 
ductions in stevedoring charges in several of the ports. 

President Palmer has directed Joseph E. Sheedy, vice-pres- 
ident in charge of European affairs, to return for a brief con- 
ference in September to submit the results of his preliminary 
estimate of conditions abroad with a view to improving the 
corporation’s organization there, obtaining reductions in costs, 
improving the turnaround of vessels and obtaining westbound 
cargo. 

David Burke, comptroller of the corporation, has returned 
from a trip to Europe, where he spent two months looking 
into the auditing of accounts in the corporation’s offices 
abroad. He found different methods used in different offices 
and has made recommendations to bring about uniformity, 
President Palmer said. 


President Palmer of the Fleet Corporation this week an- 
nounced that a contract had been awarded to C. Flannagan & 
Sons for the stevedoring work in the Sabine, Tex., district. 
The contract will run for one year from July 1 and involve 
approximately $220,000 of work, Mr. Palmer said. He said the 
cost would be about 10 per cent less than the cost of the work 
last year. 

The Fleet Corporation has effected reductions in stevedor- 
ing costs at Lisbon, Portugal, and at Dundee and Leith, Scot- 
land. The reductions amount to about 20 per cent, officials said. 

The Fleet Corporation has arranged to send E. W. Hawkins, 
the official in charge of the South American trade division, to 
Brazil, Uruguay, and Argentine in order that he may familiarize 
himself with conditions in those countries and confer with the 
corporation’s traffic representatives there with a view of getting 
increased cargoes and more general cargo. 


CONSOLIDATION OF SERVICES 


The Shipping Board has requested Representative Davis of 
Tennessee, member of the House committee investigating the 
board and the Fleet Corporation, to submit to the board the 
information obtained abroad by the committee with respect to 
the Cosmopolitan-Black Diamond consolidation case. Action in 
this case was suspended when cables were sent by the com- 
mittee stating that important information had been developed 
by the committee and that the board should have it before 
taking final action. The board said it had not received any 
information about the matter. President Palmer of the Fleet 
Corporation recommended to the board that it obtain the in- 
formation in possession of the committee. The original plan 
of President Palmer providing for elimination of the Black 
Diamond as an operator was approved by the board. There- 
after, the matter was reopened for further consideration and 
no further action has been taken. 

President Palmer of the Fleet Corporation has recommended 
to the Shipping Board that it proceed at once to obtain the 
information in the hands of the House investigating committee 
with reference to the consolidation of the services operated by 
the Black Diamond and Cosmopolitan lines and the elimination 
of the Black Diamond as an operator for the Fleet Corporation. 
Final action in the case was held up on cable advices from 
the committee that it had obtained important information with 
respect to the Cosmopolitan Line. Mr. Palmer said he had 
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received no information from the committee and that he knew 
of no reason: why the original plan should not be made effective. 

The Shipping Board announced August 27 that it had di- 
rected President Palmer of the Fleet Corporation to proceed 
with the consolidation of the Mediterranean services under the 
Export Steamship Corporation and that it had approved the 
recommendation of President Palmer for the allocation of the 
South African services to A. H. Bull & Company. 

The Export Steamship Corporation, the Mallory lines and 
A. H. Bull & Company are the managing agents in the services 
between North Atlantic ports and Mediterranean ports. Pres- 
ident Palmer made an unsuccessful effort to get the three lines 
to form a combination to act as managing agent for the consol- 
idated services. Under the action taken by the board the 
Mallory lines will be eliminated, it was said. 


U. 8S. MOTORSHIP PLANS 


The Trafic World New York Bureau 


Plans for installing Diesel engines on the first twelve 
steamships of the $25,000,000 program undertaken by the Ship- 
ping Board are now nearing completion and specifications will 
be issued within a few days, according to R. D. Gatewood, 
director of the division of maintenance and repairs. Replies to 
the recent questionnaires have been received from the Dollar 
Line, Barber, Munson, Tampa ,Interocean and Kerr Lines, 
eperating government ships in long distance trades. 

The operators indicated their preference for 8,800 ton, 
9400 ton and 12,000 ton ships, Mr. Gatewood said. The: board 
has decided, however, that the 12,000 ton vessels will be re 
served for reconditioning later with the experience gained with 
the first installations. Only eleven of this type are available. 
No ships now in operation will be changed at this time. 

The operators requested higher speed than is practicable at 
present, Capt. Gatewood said. Engines will be installed in keep- 
ing with the designs of the ships, which will give greater speed 
than they now possess. Bids will be asked from six or eight 
manufacturers of Diesel engines. 








SALE OF HOBOKEN PROPERTY 


The Trafic World Washington Bureau 


Action by the War Department with respect to disposal 
of two parcels of Hoboken waterfront property owned by the 
government probably will not be taken until the return of 
Secretary Weeks to Washington next week. Bids on the prop- 
erty were opened in New York August 26. Officials of the War 
Department said they would be sent to Washington to await 
action thereon by Secretary Weeks. 

Protests against the sale of the property on the ground 
that it is an essential part of the Hoboken Shore Line Rail- 
road desired by the Port of New York Authority in connection 
with its plan for co-ordinating the terminal facilities of the 
port of New York have been made to President Coolidge and 
Secretary Weeks by various individuals and organizations. 

Discussing the matter this week, Dwight F. Davis, assistant 
Secretary of War, said the proposed sale did not involve the 
disposal of the railroad nor of property essential to its opera- 
tion. He said the railroad was being held by the government 
at a loss out of courtesy to the Port Authority until it could 
work out a scheme to acquire it. 

Mr. Davis said there appeared to be some misunderstand- 
ing with respect to the matter—that it must be understood 
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JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 


Prompt and intelligent service. 


References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


DETROIT 


MANUFACTURERS WAREHOUSE CO. 
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that there were three parcels of property owned by the govern- 
ment. He said there were the backlands, which were vacant 
tracts and not necessary to the railroad’s operation, two little 
parcels on the waterfront which were now being offered for 
sale, and the Hoboken Shore railroad. He said the waterfront 
property had been under lease, but that the lessee failed and 
was bankrupt and that the property had been costing the War 
Department from $40,000 to $50,000 a year to hold it. He said 
experts consulted by the War Department did not feel that the 
waterfront property was essential to the Port Authority scheme, 
that the property was of no value for military purposes, and 
that the Secretary of War was responsible for the sale of the 
property in the interest of all taxpayers. 

The Port of New York Authority offered to buy the prop- 
erty with an issue of 4 per cent bonds secured by the property. 
Secretary Weeks held that payment for the property could not 
be accepted on that basis by the War Department. 

President Coolidge may look into the proposed sale by the 
War Department of the Hoboken shore property. It was said at 
the War Department in connection with a report that the Presi- 
dent had requested a report on the case’ that such a request had 
not been received but that the facts would be laid before him if 
he called for them. 

New York.—The War Department received four bids Tues- 
day for its Hoboken Shore Line waterfront properties, the sale 
of which has been opposed by the Port of New York Authority 
and other New York organizations. erent 

One offer was in the form of a letter from the Port Au- 
thority reiterating its willingness to pay $1,000,000 in 30-year 
gold bonds for the capital stock, leasehold and property of the 
railroad company, exclusive of the back lots. Bonds were 
also offered for the amount of the inventory on materials, sup- 
plies and improvements. 

The Hoboken Land & Improvement Company offered $600,- 
000 cash. William J. Kohl, New York, offered $575,000 in cash. 
The Frank Industrial Realty Company bid $440,000, with 30 
per cent in cash. 

In refusing to call off the sale as requested by the Port 
Authority, which wants the property as part of its plans for 
development of port facilities, Dwight Davis, Asistant Secretary 
of War, acting for Secretary Weeks, explained that the two 
parcels of land were not used by the railroad for any purpose 
and that the government was losing $40,000 to $50,000 annually 
by retaining them. Officials of the Port Authority, however, 


said that this explanation did not change their objections to 
the sale. 


N. Y. PORT AUTHORITY DISPUTE 


The Trafic World New York Bureau 


Plans of the Port of New York Authority to establish union 
trucking stations in this district to facilitate the distribution 
of freights, as revealed in the questionnaire sent to 5,000 
business firms recently, have become involved in a dispute with 
the Merchant Truckmen’s Bureau of New York, who charge un- 
due interference with private business. 

Thomas E. Barry, secretary of the Truckmen’s Bureau, sent 
a@ questionnaire to the Port Authority which implied that the 
latter is attempting an enterprise without benefit to the ship- 
pers, to be carried out at a large loss to the two states, and gen- 
erally attacking the activities of that body. 

To this statement, W. W. Drinker, chief engineer of the 
Port Authority, replied as follows: 


The Port Authority is charged by two states and the federal gov- 
ernment with the duty of establishing union freight stations. This 
questionnaire was sent out in order to obtain information necessary 
to the establishment of such stations in such locations as would 


enable the shippers to enjoy the greatest economy in the conduct of 
their business, 


; The Port Authority has no intention of becoming either a truck- 
ing medium or agent of the railroad companies. The plan contem- 
plated will not in any manner interfere with the merchant’s choice 
of truckmen, nor need there be any change in trucking usage except 
that there will be shorter hauls and fewer delays. 

This will enable the small truckman to do more business than he 
does at present. The whole idea is to remove the existing burden 
placed on business through the present wasteful methods. 


PREFERENTIAL RAIL RATES 

Trade Commissioner Fayette W. Allport, stationed at Ber- 
lin, has reported to the Department of Commerce that pref- 
erential export rates have been in force on German railways for 
a considerable time, as an aid in restoring German’s export 
trade by diminishing the margin between the export prices of 
that country and those of its competitors. 

“Nevertheless,” said Mr. Allport, “judging from the pres- 
sistent and emphatic complaints made by associations of manu- 
facturers, the rates now in effect are not accomplishing the 
desired result. They allege that the rates charged by -German 
railways are slowly forcing them from the export markets of 
the world and into bankruptcy. To no small degree this ap- 
pears to be the case, as German export prices are still too 
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high to enable manufacturers to regain any great part of their 
foreign markets. 

“According to assurances from the Reichsverkehrs-Minis- 
terium, preferential export rates on German railways in effect 
at this time apply equally to all shipments destined for oversea 
carriage, whether in German or non-German vessels.” 


PORT DIFFERENTIAL HEARINGS 

Hearings in the Shipping Board’s port differential inquiry 
will be started September 23 at the board’s offices in Washing- 
ton. The board announced that the respondent water carriers 
would be expected, first, to submit evidence with respect to the 
matters under investigation and that shippers and other inter- 
ested parties would follow the carriers in the presentation of 
evidence. Those who propose to participate in the hearings were 
requested to advise H. E. Manghum, commerce counsel of the 


board and examiner in charge of the division of regulation, as to 
the time desired. 


RESULTS OF GOOD PACKING 

“A New England publication, commenting on the increas- 
ing popularity of our products in Latin America, suggests that 
possibly this is due to the fact that exporting manufacturers 
have been placing greater emphasis on the proper packing of 
their goods,” says John F. Keeley, acting chief of the trans- 
portation division of the Department of Commerce. A consign- 
ment of goods, well packed in a substantial container of good 
quality, creates an impression on the recipient similar to that 
made by a well-written letter that is inscribed on high-class 
stationery. Good packing is not necessarily costlier packing, 
but rather the application to the problem of the well-defined 
scientific principles so widely advocated by the Bureau of 
Foreign and Domestic Commerce. There is no surer way of 
popularizing your products than by packing them carefully and 
economically, so they will reach your customer in prime con- 
dition and at the lowest possible cost.” 





CATTLE SHIP DAMAGED 


Steps taken by the master of the Shipping Board vessel, 
West Lake to protect a shipment of cattle when the vessel’s 
propeller was damaged recently have been reported to the Fleet 
Corporation by the district director at Baltimore. The vessel 
was compelled to return to Boston after damaging her propeller 
by striking a submerged object. Continuing, the director said: 


The master reported, when 65 miles southeast of. Halifax, his 
injury, and requested advices as to his procedure. He was carrying 
a shipment of cattle and had only enough feed on board to make the 
trip. Great difficulty was experienced in getting word to him by 
radio, although messages were sent to Washington and by them 
through commercial channels in the parallel. The master finally took 
the best possible action under the circumstances and returned to 
Boston. Here the vessel was drydocked and blades shipped and she 
again sailed, after renewing her quantity of fodder, on the 10th, 
having lost just one week by the accident and the waiting for instruc- 
tions. The action of the master is worthy of special note, as showing 
a considerable degree of foresight on his part. It will be remembered 
that exceptionally hot weather was experienced at the time the 
West Lake returned to Boston. The cost of removing cattle from the 
ship and_ subsisting them ashore would have been considerable, yet 
under ordinary circumstances there was great risk evolved in keeping 
the cattle on board ship in the repair yard during such weather. 

The master foresaw these conditions and turned his crew to 
making up canvas ducts prior to the vessel’s arrival in port. Upon 
arrival these ducts were connected to the blower engine set on deck, 
and forced ventilation was thereby supplied to the cattle holds supple- 
menting wind sails which had already been rigged. ae 
SHIP SALES ANNOUNCED 


President Palmer of the Fleet Corporation this week an- 
nounced the sale of the Peralta, a- concrete tanker of 7,500 
deadweight tons, to the Peralta Portland Cement Company of 
San Francisco for $15,000; the sale of the Dix, a wooden launch, 
to F. R. Russ of Seattle, Wash., for $200, and the sale of the 
Mary Priscilla, a wooden waterboat hull, to W. C. Booker of 
Norfolk, Va., for $35. Mr. Palmer said the buyer of the Peralta 
contemplated using the hull as a base for machinery. 

The Shipping Board has authorized the sale of the Hannawa 
a steel cargo vessel of 11,724 deadweight tons, built in 1920, 
to the Columbia Pacific Shipping Company of Portland, Ore. 
The price was $344,000 and the terms 25 per cent cash and 
balance in equal annual payments over ten years. 


PARCEL POST REGULATIONS 


Paul Henderson, second assistant Postmaster General, has 
issued the following notices: 


This department is in receipt of information that Austrian and 
Hungarian crowns, Russian rubbles, German, Austrian, Hungarian, 
Bulgarian, and Turkish war bonds, as well as German and Polish 
marks, either in cash or in checks or letters of credit, are prohibited 
transmission into Rumania in the parcel-post mails, as well as in the 
regular mails. 

The above should be added to the item “Rumania” appearing on 
page 226 of the annual Postal Guide for 1924. 

For the information of the postal administration of Esthonia, 
parcel-post packages destined for that country must in the future be 
clearly marked in the manner indicated on page 193 of the annual 
Postal Guide for 1924 in case they become undeliverable in the service 
mentioned. 

Postmasters will see that all parcels destined for Esthonia bear 
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4()6 Miles of Trackage in Houston’s Terminal Limits 


The seventeen railroads that serve Port Houston represent a great trans- 
portation system aggregating 30,000 miles of trunk line railroad, or approxi- 
mately one-eighth of the mileage of the United States, gridironing 15 states of 
the West, Southwest, and Mississippi Valley, to and from which there moved 
last year through the Port of Houston more than 4,800,000 tons of freight. 


These seventeen railroads have 374 miles of trackage within the terminal 
limits of Houston to which must be added 32 miles of publicly owned port track- 
age, making a total of 406 miles. 


These extensive railroad facilities, in conjunction with the ever-increasing 
port facilities, make possible the development of Houston into one of the greatest 
seaports in our country. 


For complete information send for the “Port Houston” booklet. Address— 


DIRECTOR OF THE PORT, FIFTH FLOOR, COUNTY COURT HOUSE, HOUSTON, TEXAS 


PORT OF HOUSTON 


‘“‘Where Seventeen Railroads Meet the Sea’’ 


MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 


Mr. Manalactarer:-<2, ee Se 


“problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
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the indorsement showing the disposition to be made in case they are 
undeliverable as addressed. 

The item ‘‘Esthonia” appearing on page 193 of the annual Postal 
Guide for 1924 is modified by adding the words ‘‘(Compulsory require- 
ment.)”’ 

Effective at once, parcel-post packages addressed for delivery 
in Hongkong may be sealed with wax, lend seals, or otherwise 

The above should be added to the item “Hongkong” appearing 
on page 214 of the annual Postal Guide for 1924. 


OCEAN TRAFFIC CONDITIONS 


Improvement in exports from Gulf ports to Europe is looked 
for by Fleet Corporation traffic officials because of reports that 
the cotton crop will be good. As to trans-Pacific trade, officials 
said the trend appeared to be upward, particularly to Japanese 
ports. 


IMPROVEMENT IN OCEAN TRAFFIC 


After a conference August 26 with W. A. Blake of the Con- 
solidated Navigation Company of Baltimore, operator for the 
Fleet Corporation, President Palmer -said Mr. Blake had re- 
ported an improvement in business. 


BOARD SEEKS GRAIN CARGOES 


The Shipping Board has taken up with the Department of 
Agriculture the question of obtaining wheat cargoes for Amer- 
ican vessels serving Gulf ports by diverting to such ports ship- 
ments from the western wheat states via the Great Lakes and 
the St. Lawrence to foreign ports in British vessels. The 
board has been advised that a large quantity of wheat moves 
via the Lakes and St. Lawrence to foreign destinations. 


SURVEY COMMITTEE MEETING 


Chairman O’Connor, of the Shipping Board, who is chair- 
man of the committee appointed by President Coolidge to 
study the future needs of the merchant marine, said this week 
that he expected to call a meeting of the committee about the 
middle of September. The work of a sub-committee composed 
of Caldwell Jenkins, S. B. Fullinwider and A. B. Garges will be 
completed by that time, he said. 





TRADE NAMES APPROVED 


The Shipping Board has approved the trade name, “Ameri- 
can Dispatch Line,” for the Fleet Corporation service from Gulf 
ports, exclusive of New Orleans, to the east coast of South 
America. The name of the service from north Atlantic ports 
to the west coast of the United Kingdom and to Ireland has 
been changed from “Oriole Lines” to “American Oriole Lines.” 
The name of the service from north Atlantic ports to Scandi- 
navian-Baltic ports has been changed from “Scantic Line” to 
“American Scantic Line.” 


CANADIAN RATE SITUATION 
The Traffic World Ottawa Bureau 


Although no successor to the late F. B. Carvel has been 
appointed and although the Board of Railway Commissioners 
has announced that the Crow’s Nest Pass agreement hearing 
will be held whether a new chairman is appointed or not, it 
is still thought probable that the government will act in the 
matter of the appointment before September 17, which is the 
date when the hearing will begin. 

George Graham, Minister of Railways, discussing the gen- 
eral rate situation in this respect, said: 


There never was a time when the freight rate question was 
as perplexing as it is today, The situation of the railways, while 
not critical, will have to be given full consideration by the 
Dominion railways board (which is the Railway Commission) in 
dealing with the problems that are sure to come before it in 
the next few months. 

Canadian railways, it must be remembered, give cheaper rates 
for export products than do the railways in the United States. 
Also, it should be borne in mind that the Canadian railways carry 
through freight in competition with the United States roads, and 
the latter get their soft coal free of duty, while the Canadian 
roads have to pay a duty of 50 cents a ton on their bituminous coal. 

Lighter crops in western Canada will result in greatly reduced 
tonnage, which will probably reach its fullest effect early in the 
year. When there is an abundant crop, as in 1923, millions of 
bushels of grain are stored to be moved early in the following 
year. That is not likely to be the case this year—first because 
production is decreased, and second, because the farmers will be 
anxious to take advantage of the increased price as soon as possible. 

I do not want to be pessimistic but the railway situation is 
far from encouraging as I see it. The duty of the Dominion 
railway board, while at all times very serious and important, will 
be increasingly so in the ensuing months. 


CANADIAN CAR LOADINGS 


Revenue car loadings in Canada for the week ended August 
16 aggregated 49,969 cars, an increase over the previous week 
of 2,730 cars. Civic holiday undoubtedly depressed the load- 
ings for the week ended August 9. Grain showed an increase 
in the eastern division, but no change in the western division. 
Pulp and paper, merchandise, and miscellaneous freight were 
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also heavier for the eastern division. Compared with the cor- 
responding week in 1923, car loadings were lighter by 1,292 cars. 
CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
Total for Canada 
For the week ended 


Aug.2 Aug.9 Aug. 16 





Commodity Cars Cars Cars 
GRAM (GME STAIN PFOGUCIO 6.6). 66c6 he cede wees 3,701 3,469 3,786 
ME corgi ciel aac asad ana: odie Zee naie sate enue 2,147 2,047 2,407 
EE dois cine sa citieis Sos sll drcketuvi cl endaugdeaouyee 4,671 5,837 5,792 
MPNEINEE 5 sgh CS: eSlolidi'ohe-57e/9- W trdswia/ @4:6: Gm ot wisi: ahacaialeicewe wseaeite 151 130 152 
MNUNNNGE dsc. -6 cvvid-y-0c0-o aaretilen Carwiole viele es eineiel bene eo:ea 3,638 3,540 3,614 
UNNI o.a gsc cra sian the ebiwiare a i etuounew tw males 2,048 1,671 1,705 
er TN MNUE NEN oca cs tao, Cimiareroreina) atak vn elalesarerore aieier ee 1,706 1,725 2,021 
Gener LOPESE MVOGUCEE. . o.o:s ccs sccvevecvcesever 2,201 1,943 1,951 
MINN s val aval orl ded or 4s ai aul ei biG his Gyalaveraionw Wiehe. 66 Waser RIOTS 1,412 1.253 1,560 
TUNES ee Gl Die oe ccs eee cise e els'e ee eGlecaieieee 15,129 14,590 14,945 
Bo aR er eens eer re ren 12,073 11,034 12,036 

Oe, CUI IN ia. a4. dr08- 06 anes nine wclew oes 48,877 47,239 49,969 
Total cars received from connections.......... 27,540 27,475 28,100 
Total cars loaded for corresponding week, 1923.51,522 50,491 51,261 
Cumulative loading to Gate— 2024, «occ ccciccclecscceccoscscteses 1,750,991 

Oa Wn Oneweee baad eesoussecca 1,641,059 


Eastern Canada Western Canada 
For the week ended 


















Commodity Aug. 2 Aug. 9 Aug. 16 Aug. 2 Aug. 9 Aug. 16 
Grain and grain products... 1,933 1,963 2,278 1,768 1,506 1,508 
RAVEGEROGR oscccccenewetenese 1,065 1,036 1,169 1,082 1,011 1,238 
IEEE. aielercsercieinciniy sece.neceaiearee 3,945 5,060 4,884 726 Ti7 908 
MUNN Salo. c.6, ass acest orarpretnarerarore eG bre 148 129 151 3 1 i 
Lumber ...... 2,659 2,636 2,604 979 904 1,010 
Pulpwood 1,936 1,526 1,602 112 145 103 
PGR QUE. PAVE « 6.60.6 6660. cee 1,623 1,627 1,889 83 98 132 
Other forest products....... 1,069 947 889 1,132 996 1,062 
ER Ee en 925 712, 997 487 541 563 
Merchandise, L. C. L....... 11,272 10,630 11,161 3,857 3,960 3,784 
DEIBCCNGMNGOUS 60.0. veccscccese 9,173 7,947 8,948 2,900 3,087 3,088 

Total cars loaded.......35,748 34,213 36,572 13,129 13,026 13,397 
Total cars received from 

COMMECHONG oie cc scccves 25,145 24,995 25,768 2,395 2,480 2,332 


Total cars loaded for corre- 
sponding week 1923.....37,675 36,476 37,124 13,847 14,015 14,137 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended August 16 was the 
largest week’s loading thus far this year. The total number 
of cars was 952,888, as compared with 942,198 cars the preceding 
week and 1,039,938 and 846,266 cars in the corresponding peri- 
ods of 1923 and 1922, respectively, according to the car service 
division of the American Railway Association. 


As compared with the loading of the’ preceding week, in- 
creases were reported in the loading of all classes of commodi- 
ties with the exception of coal and ore. Grain and grain prod- 
ucts increased from 57,616 to 60,195 cars; live stock from 
29,061 to 30,483 cars; coke from 6,826 to 6,915 cars; forest prod- 
ucts from 67,351 to 69,281 cars; merchandise, L. C. L., from 239,- 
715 to 242,050 cars, and miscellaneous from 338,493 to 349,287 
cars. Coal decreased from 149,482 to 144,549 cars and ore from 
53,654 to 50,178 cars. 


Loading by districts the week ended August 16 and for the 
corresponding period of 1923 was as follows: 


Eastern district: 10,164 and 10,094; live stock, 2,696 and 3,054; 
coal, 35,975 and 52,484; coke. 1,536 and 3,667; forest products, 5,455 
and 6,312; ore, 4,282 and 8,832; merchandise, L. C. L., 66,258 and 
66,202; miscellaneous, 91,390 and 97,822; total, 1924, 217,756; 1923, 
248,467; 1922, 196,778. 


Allegheny district: Grain and grain products, 3,632 and 3,891; 
live stock, 2,595 and 2,833: coal, 36,811 and 55,572; coke, 3,208 and 
6,732; forest products, 3,415 and 3,977; ore, 8,196 and 14,425; mer- 
chandise, L. C. L., 49,832 and 48,967: miscellaneous, 79,396 and 
87,680; total, 1924, 187,185; 1923, 224,477; 1922, 177,416. 


Pocahontas district: Grain and grain products, 268 and 361; 
live stock, 250 and 221; coal, 29,630 and 28,278; coke, 313 and 576; 
forest products, 1,569 and 1,801; ore, 119 and 210; merchandise, 
L. C. L., 6,886 and 6,548; miscellaneous, 4,935 and 4,439; total, 1924, 
43,970; 1923, 42,434; 1922, 30,199. 

Southern district: Grain and grain products, 4,602 and 4,345; 
live stock, 2,099 and 2,068: coal, 18,303 and 23,604; coke, 769 and 
1,043; forest products, 23,489 and 23,836; ore, 1,138 and 1,654; mer- 
chandise, L. C. L., 38,171 and 37,955; miscellaneous, 46,749 and 
36,821; total, 1924, 135,320; 1923, 131,326; 1922, 107,666. 

Northwestern district: Grain and grain products, 14,281 and 
14,015; live stock, 7,509 and 7,794; coal, 6,111 and 10,013; coke, 615 
and 1,067; forest products, 15,237 and 19,990; ore, 32,933 and 52,499; 
merchandise, L. C. L., 30,143 and 30,950: miscellaneous, 37,293 and 
39,639; total, 1924, 144,122; 1923, 175,967; 1922, 150,074. 


Central Western district: Grain and grain products, 21,356 
and 14,632; live stock, 12,375 and 12,790; coal, 12,960 and 14,595; 
coke, 331 and 363; forest products, 11,144 and 12,216; ore, 3,027 and 
2,797; merchandise, L. C. L., 36,063 and 35,677; miscellaneous, 58,130 
and 57,820; total, 1924, 155,386; 1923, 150,890; 1922, 133,351. 


Southwestern district: Grain and grain products, 5,892 and 
5,160; live stock, 2,909 and 3,791; coal, 4,759 and 4,633; coke, 143 and 
139; forest products, 8,972 and 9,182; ore, 483 and 341; merchandise, 
L. C. L., 14,697 and 14,989; miscellaneous, 31,394 and 28,542; total, 
1924, 69,249; 1923, 66,777; 1922, 50,782. 

Total, all reads: Grain and grain products, 60,195 and 52,498: 
live stock, 30,433 and 32,551; coal, 144,549 and 189,179; coke, 6,915 
and 13,587; forest products, 69,281 and 77,314: ore, 50,178 and 
80,758; merchandise. L. C. L., 242,050 and 241,288: miscellaneous, 
349,287 and 352,763; total, 1924, 952,888; 1923, 1,039,938; 1922, 846,266. 
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between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


the shortest, fastest route to the Orient. 


PRESIDENT JEFFERSON ................. Sept. 17 
PRESIDENT GRANT ........ ccc. ccceee ... Sept. 29 
PRESIDENT MADISON ....................- Oct. 11 
PRESIDENT McKINLEY..................-: Oct. 23 


Direct Freighter Service 


RES R Sra ee rs eer ree ee Sept. 15 
.. @.0 , eres Sept. 25 
WHEATLAND MONTANA .................. Oct. 15 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, Cebu, Iloilo 
FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


THE TRAFFIC WORLD 





President Grant—One of the five s ster sh‘ ps—-showing cargo handling facil ties 
especially designed for rapid handling from lighters on both s.des of vessel. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 


An American Line operated for American shippers over 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


Japan, Shanghai, einen, Taku Bar, Tientsin 





Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 


Randolph 7739. 
New York—32 Broadway, Phone Broad 0580. 
Boston—177 State Street. 

Philadelphia—101 Bourse Building. 
Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—429 Pacific Electric Building. 
Portland—101 Third St., Cor. Stark. 
Seattle—409 L. C. Smith Building. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


)MIRAL ORIENTAL LIN 


MANAGING AGENTS 
U.S.SHIPPING BOARD 


TRANS - PACIFIC SERVICE 






















Joint Service With 


Hambuarg-American Line 


NEW YORK TO HAMBURG 


*ALBERT BALLIN ...Aug. 30 *DEUTSCHLAND ..... Sept. 13 
*RESOLUTE .......... Sept. 2 *RELIANCE .......... Sept. 16 
TWESTPHALIA ....... Sept. 4 tCLEVELAND ........ Sept. 20 
TREE. 505s. :0:06%0000-0% Sept. 6 {MOUNT CLAY........ Sept. 27 


¢#Cabin and 3rd Class Passengers. ‘*ist, 2nd and Srd Class. 
Loading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 


LEGIE (via Baltimore & Hampton Roads)................ Sept. 4 
ADALIA (via Baltimore & Hampton Roads).............. Sept. 25 
BALTIMORE TO BREMEN AND HAMBURG 
eo” Be er Sept. 10 
ARBALITA (vin TRRGOOR TOWER) a. 0:00 0:0ic 0:0:0:0:0:0:0:0:0:6:0:000 000000 Oct. 1 
NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 
PE 54 sciinastnbuieaubcepemaGows melebeminreenae te emeemmnne Sept. 13 
SEIS aie Wiawilenineo we cwese oe Mec Nwesn eens Cubobiciisne Cena Oct. 4 
NEW ORLEANS TO BREMEN AND HAMBURG 


sede AAS LOL aCR wee First half of September 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 


Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Baltimore New York Savannah 
0 Sen Aug. 30 Sept. 3 Sept. 7 
EE Pe. Sept. 13 ee 
PETER KERR............ Sept. 23 Sept. 27 Oct. 1 
MONTICELLO .......... Oct. 4 —— 2 £4 Kreunes 
NEE Waa ods -655 ose enes Oct. 14 Oct. 18 Oct. 22 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued te Hawaiian Islands, transshipment 


at Los Angeles Harbor without transfer charge, also to all ports 


of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 


CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICES: 
soins 6 o60ccicie cv seuls-ceseemmenawere Hearst Tower Bldg. 
EE o.n.5-030:0-0:6:0:0:04 0.00 ccebesiasees 4128 Jenkins Arcade Bldg. 
a eer (rceesawee 201 Mitchell Bidg. 
SAN FRANCISCO cuwuweeses Serer re ere eet 230 California St. 
AGENTS: 
pS ea jsotoen Uivkeka cee eeiuen John M. Born 
BOSTON....... dipitnceeveeewans neeweereesuae C. H. Sprague & Son 
LOS ANGELES............... jaan iaaeanel Los Angeles 8.8. Co. 
NEW ORLEANS.......... siocacwie we inee ween Richard Meyer Co. 
NORFOLK.......... ianeeaweseren Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA.......... ++eeeeeeDichmann, Wright & Pugh, Inc. 
—_ sae Columbia Pacific Shipping Co. 
oe ee Seer Cr Rs Sudden & Christensen 
BE FICO oc ccc ccccccccevccsocvecoes Sudden & Christensen 
SAVANNAH...........- skeenesed egeoweene M. J. Hogan & Co. 


TACOMA.... uguswesnsuensae Sudden & Christensen 








a 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





KEEP RAILROADS OUT OF POLITICS 
Editor The Traffic World: 


Your editorial in the issue of August 16 with reference 
to the addresses of President Coolidge and John W. Davis with 
respect to the farmer and lower transportation charges: You 
have asked a series of questions as to what the various can- 
didates should or could do to remedy the situation. I believe 
if these candidates were confronted with such questions as 
you bring out, they would be unable intelligently to answer any 
of them, yet they preach reduction on certain commodities to 
the farmer and it would be safe to say these political candidates 
know very little, if anything, about freight rate construction. 

If there are any laws enacted at all, they should be te keep 
freight rates and railway operation out of politics and govern- 
ment affairs. H. D. White, 


Agent Ches. & Ohio Railway Co. 
Big Creek, W. Va., August 23, 1924. 


PREVENTION OF CLAIMS 
Editor The Traffic World: 


Query No. 1—Does it require as much knowledge and ex- 
perience successfully to handle claim prevention to the nth 
degree for a firm handling large tonnage, rail or water, or both, 
as it does to produce a large claim account with all carriers 
and collect complete payment of costs? Should an expert who 
can cut the claims, both loss and damage and overcharge, down 
80 per cent and continuously keep them down, with resultant 
reduction of overhead in the traffic and other departments, be 
remunerated as highly as the traffic man or chief claim man 
of a large industry? Which man is really of the most value 
to a firm from the standpoints-of business building, economy of 
transportation costs, satisfied customers, reduction of returned 
goods, and reduced overhead in other departments? 

Query No. 2.—What organized body or bodies can best super- 
vise or sponsor the prevention idea in transportation for the 
benefit of all shippers and receivers of freight in the nation, 
outside of the activities of carriers in this respect, and produce 
regional or other geographical exchange of knowledge for prog- 
ress in minimizing loss or overcharge account of merchandise 
eg right, started right, transported right, and delivered 
right? 

C. B. Pirie, Traffic Manager, 


Harper & Reynolds Corporation. 
Los Angeles, Calif., Aug. 14, 1924. 


LOSSES FROM PARCEL POST MAILS 


Editor The Traffic World: 


What would you say if someone told you that ihe more 
business a concern got, the more money it lost? Yet that 
is true of the greatest business in the United States, and for 
that matter, the greatest business in the world—the United 
States Post Office Department. 

A few weeks ago, when the daily papers carried the story 
of the predicament in which the Post Office Departmen: found 
itself for lack of money and the emergency steps taken by the 
Postmaster-General to provide funds to carry on the business 
until the end of the fiscal year, it set a good many citizens 
to thinking because, in that story, it was also stated that the 
volume of business of the Post Office Department had inc¢reased 
so rapidly during the last year that its needs could not have 
been anticipated when Congréss was making appropriations for 
it last year. At about the same time Postmaster-General New 
was saying in public addresses that it was to be his policy to 
give the public an adequate postal service, regardless of wh2ther 
the Post Office Department was self-sustaining or not; that is, 
whether the receipts equaled the expenditures or not. These 
conditions and statements, together with the further fact that 
the postal service is being operated this year at a loss estimated 
at from thirty to fifty millions of dollars, naturally i:ystify 
the average citizen, and his first impression is that the postal 
service of this country must be poorly managed. He knows that 
the service is not nearly up to the standard of efficiency that 
existed before the war—and that was none too good. This fact, 
coupled with a rapidly expanding volume of postal business and 
a tremendous deficit, seems to call for some explanation, if 
there is one. 


There is an explanation, all right, and it is found im just 





two words—parcel post. That explains why so many cities are 
demanding larger post offices and additional post office quarters 
to handle their business; why the mails move so slowly; why 
the department no longer has facilities to handle its rapidly 
growing business, and why it has such an enormous deficit. But, 
why, you ask, with such an expansion of business, does not the 
Post Office Department have the money to provide the necessary 
and proper facilities to handle it? The answer, again, is ;arcel 
post. The Post Office Department finds itself in a peculiar 
position regarding this class of business. ‘he more parcel 
post it handles, the more money it loses. No one can say 
exactly what this loss is because all classes of mail are han- 
dled together, but it is admitted to be enormous. 


When Representative Halver Steenerson, of Minnesota, was 
Chairman of the Committee on the post office and post rcads, 
House of Representatives, he made the flat statement: 


The parcel post law provided that the rates should be adjusted 
by the Postmaster General, so as to make the business self-support- 
ing. The law required that the postage should be paid in advance by 
affixing distinctive stamps to the packages, and-it further provided 
that from time to time the Postmaster General should revise the 
rates, so as to make the revenue from parcel post equal the expenses. 
What was done? The distinctive stamps were abolished by Mr. 
Burleson soon after he came into office, and since then there has been 
no way to find out what the revenue has been from this class of 
mail. The Postmaster General gives no figures for revenue or cost 
for 1920, but only says that the receipts were $150.000,000 and the 
profits about $10,000,000. If this is true, it cost $1.27 per pound to 
handle parcel post, as against 3% cents per pound in 1916. Railroad 
and vehicle transportation have gone up at least 50 per cent, as 
has clerk Lire, so it cannot be true that it has cost.less per pound 
now than it did then. If it cost us the same in 1920 as in 1916, 
to do this business, which appears probable, then we lost $210,000,000 
last year. The whole postal service should pay for itself, and not 
cnly that, but this particular service is by mandate of law required 
to do so, and yet the head of the department keeps us in absolute 
ignorance. The parcel post business has transformed government 
property into freight depots and clerks are working in cramped 
places, and we are called upon to appropriate milions of dollars 
for increased quarters in the large cities. It is needed, and it ought 
to be given, but most of it is directly jue to this parcel business. 


The situation regarding parcel post mail is one that effects 
the whole postal system of this country. As representative 
Steenerson pointed out, when this law was enacted it was in- 
tended to handle the parcel post in such way that the receipts 
from it and the cost of operation could be determined. When 
it became apparent that it was being handled at an enormous 
loss to the Post Office Department, the Postmaster-General 
abolished the system of aggragating parcel dost receipts and 
expenditures. While the officials of the postal service know, 
in a vague way, that the loss is great, yet no attempt has ever 
been made by them to fix a scientific postage rate for parcel 
post, or one that will allocate to this class of mail its pro- 
portionate share of the cost of operation. As a result, other 
classes of mail must “absorb” the loss, as far as possible. What 
they can’t absorb in the general operation of the postal service, 
is what is known as the postal deficit. This amounts annually 
to a sum ranging from fifty to one hundred millions of dollars, 
and the tax payers foot the bill along with other governmental 
expenses. In attempting to make the other branches of the 
postal service absorb the loss of operating the parcel post, the 
service on first and second class matter has been steadily re- 
duced as the volume of parcel post has mounted. The clerical 
and carrier forces have not increased in ration to the increases 
in volume of mail. In other words, what the department loses 
on parcel post mail, it tries to make up by requiring mcre work 
from the postal employees and by curtailing the service on 
other classes. This cut in service has been particularly notice- 
able in the railway mail service, which is the transportation 
system of the Post Office Department. It has been reduce: 
approximately 55,000,000 sixty-foot car miles since 1916, which 
means a tremendous reduction in facilities for the distribution 
of mail en route. That is one of the reasons why mail moves 
so slowly today. 

One of the particular features of parcel post not generally 
understood by the public is that the government charges for 
transporting it on the basis of weight and pays the railroads 
for hauling it on the basis of size under what is known as the 
sparce system. In the case of light, bulky parcel post, this re- 
sults in the Post Office Department paying the railroads more 
for transportation than the postage rate on the parcel; and rail 
transportation costs is just one of the items in handling parcels. 
Other items are trucking to and from trains, handling in fost 
offices, and delivery to patrons. When it is taken into consider- 
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5a Bh SERVICE 


FREQUENT SAILINGS PROMPT FORWARDING 
112 SHIPS _ 1,200,000 TONS 


53 Years’ Experience 
International Mercantile Marine Company 
White Star Line American Line Red Star Line 
Atlantic Transport Line Panama Pacific Line 
Leyland Line White Star-Dominion Line 
J. D. ROTH, Western Freight Manager, 327 So. La Salle St., Chicago. 
F. C. BROWN, Western Passenger Mgr., 127 So. State St., Chicago. 


nome me ge! ome we et 


ween ala 


GRAND RAPIDS, MICH. 


Most Up-to-Date Warehouse 
in Michigan 


Concrete Construction. 
Absolutely Fireproof. Sprinkler Risk. 
Lowest Warehouse Insurance — in State. 

Track Capacity, 25 Car 
Latest and Best Equipment for uediine. 


General Merchandise Storage 


Cartage Facilities. 
High Grade Cie Guaranteed. 
Negotiable Warehouse Receipts Issued. 
Pool Car Distribution. 


The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 
OR 
MERCANTILE STORAGE WAREHOUSE CO. 


OMAHA, NEBRASKA 



















Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 


DENVER, COLORADO 





1,500,000 SQUARE FEET 
of 
Medera Firepreof Warehouse Space im Los Angeles and at the Pert 
of Leos Angeles 


Free and U. 8. Customs Bonded Sterage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
Special equipment for the proper handling of various commodities 
Steamer Space booked when requested 


eam serve you im some capacity and would suggest that you 
coisas your file S requesting the rates for our specialized service. 


Bonded for $100,000.00 


UNION TERMINAL WAREHOUSE CORPORATION 
SHATTUCK & NIMMO WAREHOUSE COMPANY 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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ation that the Post Office Department is now handling approx- 
imately three billion parcel post packages annually, and that 
parcel post constitutes 70 per cent of the entire bulk of mail 
handled, it may be readily understood why the balance sheet 
of the postal system shows a loss and the service for other 
classes of mail has been reduced. 

Admittedly, the greatest problem in the postal service today 
is the handling of parcel post mails. During the last :ession of 
Congress the Postmaster-General addresseu an urgent appeal to 
Congress for an extensive building program to provide facilities 
for handling it. He pointed out the business of inany post offices 
had grown so tremendously during recent vears that their 
space for the proper nandling of mails is entirely inadequate, 
and that many makeshifts must be resorted to. In one instance 
the postmaster had to go out and rent a church basement 
to secure space for the distribution of mail. But, even worse, 
in many instances, the employees are required to work in rooms 
and basements that are avsvlutely unfit for such purposes. In 
fact, in some of the large cities conditiens in this respect are 
disgraceful; and this is equally true of some of the terminal 
railway post offices. Such conditions, of course, make it im- 
possible to handle parcel post mails efliciently, but of more im- 
portance is the fact that the congestion of this class of mail 
materially slows down the dispatch and delivery »f the oiher 
classes. It might be thought by those not familiar with con- 
ditions in the postal service that first class and second class 
after other mails were properly taken care of. But, while 
other classes of mail are given preference, insofar as it is pos- 
sible, yet the bulk of the parcel post mail is so large 
that it must be kept moving as fast as possible, or it would 
bury the postal service under an avalanche. 

The parcel post system was established about ten years 
ago for the purpose, so it was stated by these who advocated it, 
of encouraging the socalled “farm-to-table-movement,” and to 
permit the farming communities to buy at more favorable prices 
in the large cities. While the parcel post system has, no doubt, 
come to stay, yet, as a medium to nermit the farmer to sell 
directly to the city consumer, every one now knows ihat the 
parcel post cannot be utilized for that purpose to any practical 
advantage. But the most astonishing fact disclosed by the 
statistics of the Post Office Department is that the zreater Lulk 
of parcel post mail is delivered in cities rather than to farming 
communities. 

During the first half of October, 1920, thers were mailed 
at all post offices a total of 55,352,860 packages, according to 
post office statistics. More than two-thirds of them originated 
in the fifty cities that have the largest post offices. Of this 
number 51,372,038 were mailed in first and second class post 
offices. The balance of 3,950,822 packages were mailed from 
third and fourth class post offices, where the great bulk of 
farmers’ mail clears, and a considerable portion of these pack- 
ages were those being returned to mail order houses because the 
merchandise was unsatisfactory. The important pcint, however, 
in the government statistics is that over 10,000,000, or one-fifth 
of these packages, were delivered to patrons of the fifty Jargest 
post offices. A check showed that nearly one-half of them were 
handled by the delivery systems of post offices having city de- 
livery, showing conclusively that the packages were delivered 
to city residents. 

The Post Office Department also has special :.tatistics show- 
ing the number of packages delivered on rural routes, which 
now are claimed to serve thirty per cent of the population. 
These statistics were collected in July, 1920, in which rmonth 
all classes of mail handled on rural routes were counted. The 
figures showed that 22,822,562 pounds of parcel post mail was 
delivered on rural delivery routes in that month. At that rate 
approximately 275,000,000 pounds of parcel post mail were 
delivered on rural routes that year. The total weight of parcels 
mailed that year was approximately 3,400,000,000 pounds, show- 
ing that only about eight per cent of all parcels went to strictly 
farming communities for whose special benefit the parcel post 
was established. In that same period the patrons of the rural 
free delivery system mailed out only 3,698,625 pounds cf parcel 
post mail. This shows conclusively that the great bulk of parcel 
post mails is not going to or being sent by the farmers, and, 
that, as a means of escaping the profits of the middleman, the 
parcel post has not been of any great benefit to the farmer. 

The fact is that the greatest beneficiaries by far of the 
parcel post system have been the great mail order houses 
specializing in cheap merchandise. In 1921 the largest of the 
mali order houses did a business of approximately $67,000,000. 
In 1916, with three years of operation of the parcel post, its 
business had grown to approximately $147,000,000, while in 
1919 its gross revenues reached $233,982,584. In 1911 its profits 
were $6,984,967, and in 1919 they were $27,920,416. And, in 
addition to regular dividends of from seven to eight per cent on 
common stock, the company declared a stock dividend of fifty 
per cent in 1915, and another of twenty-five per cenit in 1917. 
The business of another large mail order house grew from 
$39,725,712 in 1913, which was the first year of the parcel 
post, to $62,044,336 in 1916, and to $101,745,271 in 1920, with 
net profits of $5,094,120 in 1919. Many other mail order houses, 
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large and small, have shown remarkable earnings since the 
establishment of the parcel post. All of which goc¢s to prove 
that to all practical purposes: Uncle Sam has subsidized the 
mail order houses by furnishing them a postage rate on parcels 
that is so low that he must dig down into his pocket for many 
millions of dollars each year in order to make up the loss. 
The retailers of the smaller towns lose hundreds of millions 
of dollars worth of business that goes to the mail order houses, 
and everybody pays more taxes to make up the deficit of the 
Post Office Department which is caused by an inadequate rate 
of postage on parcei post. 

As has been said before, the parcel post has undoubtedly 
come to stay, and few would like to see this valuable adjunct 
of the Post Office Department discontinued. But that is no 
reason why it should be conducted as a subsidy to the mail 
order houses or why its growth should resuit in the curtailment 
of necessary facilities for first class and seccnd class wails. 
And it goes almost without saying that no one wants to see 
the Post Office Department operated for profit. As it is aimitted 
that the profit on first class mail is large, this class of mail should 
have every possible facility for dispatch and delivery that the 
service can provide instead of trying to make it carry the 
parcel post burden as it is at present doing. Second class 
postage rates were increased a few years ago in accordance with 
the recommendations of the Post Office Department, and it is 
also a well known fact that the advertising in second class 
publications develops a considerable portion of first class mail in 
the way of replies. 

The time has come when the Post Office Department must 
seriously consider certain fundamental principles in connection 
with this problem, if it would protect itself against the charge 
that its attempt to handle parcel post is a failure. First, the 
rate of postage should be adjusted on an equitable basis. While 
the rates should be made as low as possible, yet they should be 
increased sufficiently to protect the department against the great 
loss now sustained from this class of mail. Second, facilities 
should be provided properly to handle this mail and to prevent it 
congesting the service so that other classes of mail se jelayed. 

From time to time suzzestivuus have been made as to the 
best method of adjusting parcel post rates to meet the cost of 
operation. Some have suggested a flat tax of one or two cents 
on each parcel, while others conten! that there should be 2 
scientific adjustment based on the weight and hulk cof the 
package and the distance to be sent. Another suggestion that 
has met with considerable favor is to require a compulsory in- 
surance fee on each parcel post rackage, for which 2 receipt 
would be given, similar to a receipt for an express package. It 
is estimated that with an equitable graduation of insurance fees 
on all parcels, the revenues of this class of mail would be in- 
creased sufficiently to cay for the cost of operation. Many be- 
lieve that it would be more equitable to require a compulsory 
insurance, with fees graded in proportion to the value of par- 
cels, than to make an arbitrary increase in postage rates. 
That, however, is a matter of detail or preference. The vital 
point is that some method must*be devised so that parcel yost 
will pay its proportionate share of the cost of operating ‘he 
postal system. 

With adequate postage rates and with proper facilities for 
handling so that other classes of mail are not retarded, the 
parcel most may be expected eventually to develop into one 
of the most valuable brenehes of the posta! service and utilities 
of the government. Maurice Kressin, 

President, National Delivery Association. 
Washington, D. C., Aug. 26, 1924. 


OPERATING STATISTICS 


Net ton-miles of Class I roads, exclusive of switching and 
terminal companies totaled 31,949,000,000 in June as compared 
with 38,001,000,000 in June, 1923, and 204,634,000,000 in the six 
months ended with June as compared with 225,484,000,000 in 
the same period of 1923, according to operating statistics com- 
piled by the Commission. 


Loaded car-miles totaled 1,197,460,000 in June as compared 
with 1,347,659,000 in June, 1923, and 7,636,567,000 in the six 
months as compared with 8,013,369,000 in the same period of 
1923. 

Empty car-miles totaled 670,385,000 in June as compared 
with 720,759,000 in June, 1923, and 4,058,472,000 in the six months 
compared with 4,035,922,000 in the same period of 1923. 

The percentage of unserviceable locomotives was 18.8 in 
June as compared with 22 in June, 1923, and 19 for the six 
months as compared with 24.1 for the same period of 1923. 

The percentage of unserviceable cars was 8 in June as 
compared with 8.6 in June, 1923, and 7.3 for the six months as 
compared with 8.8 for the same period of 1923. 

Car-miles per car-day averaged 25.2 in June as compared with 
28.3 in June, 1923, and 26.1 in the six months as compared with 
27.1 in the same period of 1923. 


Net tons per loaded car averaged 26.7 in June as compared 
with 28.2 in June, 1923, and 26.8 in the six months as compared 
with 28.1 in the same period of 19238. 
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TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 


BEAUMONT, TEXAS 
SERVING 


THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 
LOS ANGELES HARBOR, OAKLAND 


AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal General Offices: . 
Telephone Mulberry 4300 5 Nassau St., New York City 
Telephone Rector 0020 
General Agencies: 
Beaumont, Buffalo, Chicago, Cleveland, Dallas, Fort Worth, Los Angeles, Minneapolis 
Mobile, Pensacola, Pittsburgh, Port Newark, San Antonio, San Francisco 
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Ca 
ARIBBEAN 
Wut Links 


DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 


GALVESTON — HOUSTON 


and 
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Questions and Answers 


In this department will be answered questions of both legal and 

nature that confront with traffic. A specialist 

on interstate commerce law, who is a member of our legal department, 

will give his opinion in sage an - le question relating to the law 

7 interstate transportation of traffic man of long experience 

and wide knowledge will answer Gesdions vee Iaes oot traffic 

lems. We do not desire to the place of traffic man but to 

— in his work. 

it is reserved to refuse to answer in this department any 

quedian, egal or traffic, that it may appear to us unwise to oeee 

or that involves a situation too complex for the kind of investigation 
herein a 

dress Questions and Answers 


Departmen 
Traffic Service Corporation, Colorado Building, - —_ D.C. 


Reparation—Long and Short Haul, Fourth Section Departure 

North Dakota.—Question: Several carload shipments moved 
during October, 1920, originating at “A,” consigned to point 
“C,” on a combination rate of $1.02. This rate is made by 
using a combination rule which was under suspension, thereby 
permitting the application of a rate of 75.5 cents, effective at 
the time of movement. The tariff which contains these rates 
provides for their application at intermediate points. . At the 
same time shipments moved from point “A” to point “B,” an 
intermediate point, on a published through rate of $1.02 (this 
rate being carried in a separate tariff). 

_ Freight charges were originally paid at “B” on rate of 
$1.02, the published through rate. Later the carriers refunded 
on some of these shipments down to the basis of 75.5 cents, 
the combination rate, but are now asking for settlement on 
basis of $1.02. 

Can the rate to “B,” the intermediate point, exceed the 
rate of 75.5 cents? Would this be open for consideration or 
through suit in the courts? 

Answer: If it be determined that the rate of $1.02, pub- 
lished in the separate tariff, is the rate legally applicable, then 
it becomes a question for determination by the Interstate Com- 
merce Commission as to whether there is justification for a 
higher rate from point “A” to point “B” than to point “C.” 
If there is none, the Commisions will, upon complaint being 
filed with it, order the establishment of the 7514-cent rate at 
point ‘B.” 

It is a question of fact whether the rate of $1.02 (pub- 
lished in the separate tariff) or the rate of 7514 cents under 
application of the intermediate rule, is the applicable rate. As 
to the determination of this question, see our answer to “Ohio” 
on page 372 of the August 16, 1924, Traffic World, under the 
caption “Tariff Interpretation—Rates Made by Use of Inter- 
mediate Rates vs. Rates Published Outright.” 


Delay—What Constitutes Negligence 

Florida.—Question: Will you kindly advise as to whether 
carriers are liable for loss due to market decline when car 
has been delayed twenty-four hours through negligence on part 
of the carriers? 

We would also appreciate it if you would refer us to some 
decision covering. We understand that such decision was ren- 
dered in favor of plaintiffs in Maryland some eight or nine 
years ago. 

Answer: What is a reasonable time for transportation rel- 
ative to the question of negligent delay is a question for the 
jury, in the light of the circumstances and conditions surround- 
ing and attending the particular shipment, unless the time is 
concededly so great that there can be no question. 

The question as to the time a shipment ought to take to 
reach a certain point is one which depends upon a variety of 
circumstances. Not alone are the normal demands upon the 
carrier’s facilities to be considered, but the character of the 
freight is of paramount importance. 

The case to which you refer is, no doubt, that of N. Y. P. 
& N. vs. Peninsula Produce Exchange of Maryland, 240 U. S. 
34. See also Ormsby vs. Union Pac. R. R. Co., 4 Fed. 706. 


Tariff Interpretation—Conflicting Rates 

Wisconsin.—Question: Effective April 25, 1924, the C. F. ‘. 
Tariff Bureau published a commodity rate from a point in 
their territory to a point in Wisconsin, in W. T. L. territory. 
Said rate exceeded a rate, published in carriers’ tariffs, effective 
January 15, 1924, from same point of origin to Milwaukee, plus 
an arbitrary beyond. 

Attention of the agent of the tariff bureau was called to 
the above facts and, upon request, a new rate, made up of the 
rate to Milwaukee plus the arbitrary beyond, was at once pub- 
lished, effective May 26, 1924. 

Our contention is that the rate effective April 25 was un- 
reasonable, in that it exceeded a rate to Milwaukee, plus arbi- 
trary beyond. 

Will you kindly advise whether, under the circumstances, 
a claim for reparation on several cars moving between January 
15 and May 26 is in order? 


Answer: In Conference Rulings 50, 70, 101, 104 and 239 
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and in Jewell Tea Co., Inc., vs. P. R. R. Co., 46 I. C. C. 314, the 
Commission has laid down the rules to govern in the event 
of two rates being published between the same points on the 
same commodity. 

In the instant case if, as we understand, the agent of the 
tariff bureau published a rate between the points in question 
without specific cancellation of the rate published in the car- 
rier’s tariff, the rate in the latter tariff is the applicable rate, 
under Conference Ruling 50, and the shipments have therefore 
been overcharged. 

If, however, there was a proper cancellation made of the 
rate in the carrier’s tariff, at the time of the publication of the 
rate by the agent of the tariff bureau, reparation can be had 
upon proof being made of the unreasonableness of the higher 
rate at the time the shipments moved. Under the circum- 


stances outlined, it seems reasonably certain that reparation 
could be had. 


Limitations—Extension of Periods of, Under Sectton 16 of Act, 
by Collection of Undercharges by Carrier 

Washington.—Question: Paragraph 3 (a), section 16, of the 
interstate commerce act, provides a three-year statute govern- 
ing the collection of undercharges by carriers. 

Kindly advise if, in the event a carrier collects an under- 
charge after the three-year period has expired, it would be 
proper for the consignee to demand repayment of amount of 
undercharge so collected. 

Answer: Subdivision (d) of paragraph 3 of section 16 of 
the act provides that “if on or before expiration of the two- 
year period of limitation in subdivision (b) or of the three-year 
period of limitation in subdivision (c) a carrier subject to this 
act begins action under subdivision (a) for recovery of charges 
in respect of the same transportation service, or, without be- 
ginning action, collects charges in respect of that service, said 
period of limitation shall be extended to include ninety days 
from the time such action is begun or such charges are col- 
lected by the carrier.” 

If the ninety-day period since the payment of the under- 
charge has not expired, you may file a complaint with the Com- 
mission for the recovery of the amount thereof. 
Limitations—Extension of Period by Notice to Carrier to Return 

Shipment 

Wisconsin.—Question: Some time ago we made a shipment 
which the Pennsylvania Railroad handled to destination. Upon 
arrival consignee refused. the same and we were notified to that 
effect by the Pennsylvania Railroad. We immediately corre- 
sponded with our customer, endeavoring to have him accept 
this shipment, which he did not do. 

We therefore requested the freight claim agent of the Penn- 
sylvania Railroad, in writing, to return this shipment to us. 
This letter was written thirty-eight days after notice that the 
shipment was on hand was mailed to our local freight agent. 
After several weeks, not having had a reply to our letter, we 
again wrote the freight claim agent in regard to this shipment, 
which also was not replied to. 

Some time later, however, we were informed that the ship- 
ment had been sold for charges. We therefore filed claim for 
the value of the shipment, contending that it was sold contrary 
to the bill of lading contract, which specified that a shipment 
cannot be sold for charges until it has been advertised for two 
consecutive weeks, this advertising to commence not sooner 
than thirty days after consignor has been notified that the ship- 
ment is on hand. In our opinion this sale could not lawfully 
have taken place before forty-four days had elapsed. The Penn- 
sylvani« Company refused our claim for the reason that it was 
not filed within six months after the same left our factory. 
Our contention is that our letter, requesting that the shipment 
be returned to us, constitutes a new shipment, and that the 
period for filing claim was extended six months from the date 
of the notice. 

We would appreciate your opinion on this and also whether 
or not the railroad company is liable for disposing of a ship- 
ment for charges before the time prescribed by the bill of 
lading contract had expired. 


Answer: In selling the shipment in question without com- 
plying strictly with the provisions of paragraph (b) of section 
4 of the bill of lading, the carrier has, under the usual holding 
of the courts with respect to a carrier’s non-complance with 
statutory provisions respecting the sale of goods for freight 
charges, rendered itself liable in conversion for the value of 
the goods. Missouri, etc., R. Co. vs. Cox, 144 S. W. 1196; Dud- 
ley vs. Chicago, etc., R. Co., 52 S. E. 718; Transportation Co. 
vs. Branch, 282 Fed. 494, 496. 

Whether or not your instructions to the carrier to return 
the shipment has the effect of extending the period of limita- 
tion for filing a claim, as you contended, has not, so far as we 
are aware, been determined by the courts. We see, however, 
no reason why it should not be so held. 

In this connection see Landau vs. American Railway Express 
Co., 197 N. Y. S. 704, holding that no notice of claim is neces- 
sary where an express company sells goods without authority. 
See also the article on page 1514 of the June 14, 1924, Traffic 
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World, under the caption “Notice of Claim Case,” in which it 
is stated that a writ of certiorari has been applied for in a 
case involving the question of whether a notice of claim is 
necessary, where a carrier converts a shipment. 

F. O. B. Destination Shipments—Liability for Customs Duties 

New York.—Question: When quoting business f. o. b. Cana- 
dian points, is it to be construed that this includes payment of 
the duty? 

Answer: We do not locate authorities specifically in point 
with respect to this question. However, in section 202 of 23 
ruling case law, the following statement is made, the case of 
Amneedon vs. Freeland, 101 Mass. 303, 3 Am. Rep. 359, being 
cited: “In case of executory contracts for the sale and deliv- 
ery of goods or commodities subject to custom or internal] reve- 
nue duties, in the absence of provision therefor in the contract, 
the obligation to pay duties, leviable on the subject matter 
before delivery can be made, is upon the seller as between him- 
self and the buyer, though the parties may, as between them- 
selves, expressly stipulate which shall bear the imposition.” 

Inasmuch as the term f. o. b. means free on board cars and 
it is a rule that where goods are sold f. o. b. destination the 
cost of transporting the goods to their destination is upon the 
seller it would seem that duties should also be paid by the seller. 
Limitation—Action for Undercharge on Shipment in Transit 

During Federal Control, but Delivered Subsequent to Termi- 

nation Thereof 

Nebraska.—Question: The “X” Railway Company and 
James C. Davis, Director-General of Railways, are threatening 
suit to recover an undercharge on a shipment of granite, which 
moved from Barrie, Vt., to Grand Island, Neb. 

The shipment was in transit, but had not reached destina- 
tion on the termination of federal control, but arrived after that 
date and was delivered by the “X” Railway Company. 

We recognize the fact that the three-year period of limita- 
tion has passed by and is, therefore, outlawed as far as the 
“X” Railway is concerned, but, if the government has juris- 
diction and in view of the fact of the recent decision in the 
E. I. Du Pont De Nemours & Co. case, we recognize that the 
amount is collectible. as 

Does the Director-General have any jurisdiction over this 
shipment, considering the fact that it was in movement during 
federal control, keeping in mind that the roads were turned 
back and that the “X” Railway made the actual delivery? 

Answer: The general rule is that the statute of limitations 
begins to run as soon as the right of action has accrued, and 
not until then. There is, however, a clear and wide distinction 
between the creation of a liability and the accruing of a cause 
of action thereon. It may be stated as a sound general propo- 
sition that a-cause of action accrues the moment the right to 
commence an action comes into existence; and, conversely, the 
right to commence an action arises the moment the cause of 
action accrues. 

In the application of the general rule it is held that the 
statute of limitations begins to run from maturity of a debt 
sought to be recovered, and not from the date it is created. 
Woolverton vs. Taylor, 132 I. C. C. 197, 283 N. E. 1007. (Section 
116, page 784, ruling case law.) 


This is a matter for determination by the courts of law, 
but we can locate no cases specifically in point. 


It would seem, however, from the above, that the cause of 
action is one which accrued after the termination of federal 
control, namely, at the time of the delivery of the shipment, 
and that under the provisions of section 16 of the interstate 
commerce act, the three-year period of limitation runs from that 
date, and that, therefore, an action by the carrier is barred at 
the present time. 

Liability of Carrier for Refusal to Observe Shipper’s Routing 
Instructions 

Missouri.—Question: I am informed that the Mississippi- 
Warrior Service are parties to through rates from New Orleans 
and other southern points to various points in the Central 
Freight Association, and when a shipper offers them a ship- 
ment routed by a line that does not allow them as liberal divi- 
sion as some other lines they will refuse to execute a bill of 
lading until the routing is changed via the line giving them a 
greater division. Is such action lawful and are they justified in 
pursuing such a course? 

Answer: Under the provisions of paragraph 8 of section 
15 of the interstate commerce act, a shipper is entitled to route 
his shipments, and it is the duty of a carrier to transport the 
shipment in accordance with the instructions of the shipper. 

Under section 1 of the act, where a carrier by water en- 
ters into an arrangement for a continuous carriage or shipment 
and publishes or concurs in tariffs filed with the Interstate 
Commerce Commission, providing for through rates in connection 
with rail carriers, it subjects itself, with respect to such traffic, 
to the provisions of the act, except as otherwise provided 
therein. See Interstate Commerce Commission vs. Goodrich Tran- 
sit Co., 224 U. S. 194. 

While we can locate no case involving a construction of 
section 15 of the act as related to the duty of a carrier by 
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water in the routing of shipments in connection with rail carriers, 
where, under published joint through rates two or more routes 
are available, inasmuch as there appears to be no provisions 
in the act exempting carriers by water from compliance with the 
provisions of paragraph 8 of section 15 thereof, we see no reason 
why the carrier in question should not be bound thereby and lia- 
ble for a failure to observe the provisions of the law in this re- 
spect, unless it be by reason of the operation of the barge line by 
the government. See, with respect to this last point, Corona 
Coal Co. vs. Secretary of War, 69 I. C. C. 389 (390). 

With respect to the liability of a common carrier, subject 
in all respects to the provisions of the interstate commerce 
act, for a refusal to issue a bill of lading containing routing 
instructions specified by the shipper, see the last paragraph 
of the Commission’s opinion in Wistar, Underhill & Nixon vs. 
Cc. & 0. Ry. Co., 46 - & CC. 254. 

Tariffs—Furnishing of by Carriers 

lowa.—Question: It is the writer’s understanding that the 
issuing agents of freight tariffs are making a charge for pub- 
lications sent to parties operating independent traffic offices on 
a commission basis. It is my belief that this practice on the 
part of the agents is unjust and unfair, as the public traffic 
manager is representing shippers the same as a chamber of 
—* the only difference being the method of remunera- 
tion. 

Will you kindly advise whether the issuing agents are 
really charging for publications as outlined above, and, if so, 
whether, in your opinion, these charges are collectible? 

Annswer: So far as we know, there is no obligation im- 
posed upon a common carrier to furnish any shipper with its 
tariffs, its duty in this respect going no farther than that of 
posting its tariffs in accordance with the regulations prescribed 
by the Commission. 

Where a public traffic manager is representing shippers in 
practically the same capacity as a chamber of commerce, there 
does not seem to be any basis for refusing to furnish tariffs 
to such parties. However, this is a matter which seems to rest 
within the discretion of the carriers, unless the Commission 
may take jurisdiction on: the ground of discrimination . 
Drayage and Storage Charges—Liability for When Carrier Makes 

Delivery at Agency Station on Shipment Billed to a Non- 

Agency Point 

Indiana.—Question: We are in receipt of The Traffic World 
publication of July 26, 1924, and on page 204 is question and 
answer on shipment of freight which carrier accepts without 
prepay when destined to a non-agency station. 

We have had two less-than-carload shipments for a non- 
agency station which were delivered and bill of lading signed 
by the carrier without asking for prepay or prepaying these 
shipments and forwarded to detsination upon a collect basis. 
Upon arrival at destination, which is a non-agency station, the 
carrier forwarded them to the next agency station and held 
there for prepay to cover, to the non-agency station. The cus- 
tomer was informed that shipments were being held at. the next 
station and at that time was in urgent need of this shipment 
and sent a transfer man to this station to obtain same, causing 
a transfer, plus storage charge to the agency station. 

We contend that the carrier should be liable for these 
additional charges and, furthermore, no storage should have 
been assessed and, according to freight claim rules, the ship- 
ment should have been delivered at the non-agency station with- 
out delay whatever and initial carrier should be liable for all 
charges, as we, being the shipper, should pay same at this end. 

Kindly let us have your views and if we would be justified 
in filing claim for transfer and storage charges caused by error 
on part of the delivering carrier. 

Answer: We locate no decision of the Interstate Commerce 
Commission directly in point, that is, one involving exactly simi- 
lar circumstances and conditions, but a case that states the 
general principles governing is, in our opinion, that of Joseph 
F. Maxey vs. B. & O. S. W. R. R., 26 I. C. C. 506. In summing 
up this case at page 507, the Commission said: 


The question of reparation for drayage charges incurred by 
receivers of freight due to misrouting or misdelivery by carriers 
has been before the Commission in one form or another for several 
years. In Sterling & Son Co. vs. M. C. R. R., 21 I. C..C. 451, 454, 
the Commission held that: “ * * * Where, as in this case, by 
default or misconduct of a carrier in failing or refusing to take 
appropriate routing steps to secure a specific delivery * * *.: the 
consignee is put under the necessity of transferring his freight at 
the point of destination in completion of the delivery to which he 
is lawfully entitled * * * the shipper or consignee is entitled to 
recover of the carrier at fault damages in the sum of actual cost 
to him of such transfer.” 

In this case, however, complainant was not put under the ne- 
cessity of draying his freight, and therefore the principle announced 
in the Sterling case, supra, is not in point, for, as noted, the shipment 
would have been forwarded by defendant to Newport upon request 
by complainant. In this class of cases we are of opinion that where 
proper delivery could be made by the terminal carrier by a switch- 
ing movement, without additional cost to the consignee, the claim for 
reparation due to the expense of drayage should not be allowed by 
the Commission unless it is shown that the consignee demanded 
proper delivery and was refused or that to have secured proper de- 
livery by a rail movement would, under all the circumstances, have 
involved an unreasonable delay. 

The complaint will be dismissed. 


— 


Dr aes Mins 


Aug 
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In Young vs. P. C. C. & St. L. Ry., 42 I. C. C. 183, charges 
collected on emigrant outfits from Dayton, O., to Kilbourne, 
La., a non-agency station, were prepaid. The amount advanced 
to delivering carrier was insufficient, so it was rebilled to Oak 
Grove, the first agency station on its line beyond Kilbourne. 
Reparation was awarded for back-haul charges collected. 


Again in International Salt Co. vs. S. A. L. Ry., 46 I. C. C. 
478, drayage charges resulting from carrier’s error in routing 
were refunded by the Commission. See also Cent. Wisconsin 
Supply Co. vs. C. M. & St. P., 80 I. C. C. 7638. 


Intermediate Application—Rates to Stations Not on Direct Line 


Canada.—Question: The joint through rate of 20% cents 
from Port Colborne to Montreal is open for application at inter- 
mediate stations, for instance, to Fasset, but owing to this par- 
ticular station not being located on the main line of C. P. R., 
the railway companies claim that the 2014-cent rate could not 
be applied as a maximum at Fasset, owing to shipments having 
to move via Ottawa, which they consider is a circuitous route. 


Kindly advise if you consider that the rate of 20% cents 
could be applied to shipments destined to Fasset, always bear- 
ing in mind that the rate in itself in so far as routing is con- 
cerned is not restricted in any shape or form beyond Welland. 

Answer: The principle of the Commission’s report in Pio- 
neer Lumber Co. vs. Northern Pacific, 74 I. C. C. 288, covering 
a shipment of lumber from the state of Washington to Duluth, 
Minn., is, in our opinion, applicable in the instant case. To 
get the full import of this case, a map of the Northern Pacific 
Railroad extending from Washington to Duluth should be ex- 
amined. The tariff carrying the rates from Washington to 
Duluth, provided routing via “Northern Pacific Railway.” The 
shipments were first billed to Minnesota Transfer, at Mimneap- 
olis, and then reconsigned to Duluth. The reconsigning tariff 
provided that the through rates would not be protected if they 
did not apply through the reconsigning point. Charges on the 
shipments involved were assessed on the basis of the Minne- 
sota Transfer combination, the carriers contending that the 
through rate from Washington to Duluth did not apply through 
the Twin Cities and Minnesota Transfer, but that it applied 
only via their short line through Staples and Brainard. You 
will note that shipments coming from the west into Minnesota 
going to Duluth could go over two local Northern Pacific routes, 
one through Staples and Brainard, the shorter; the other 
through Minneapolis, the longer. The extra distance via the 
long route through Minneapolis over the short route through 
Brainard is 146 miles. The Commission answers the Northern 
Pacific as follows: 


At the time of movement the rates to Minnesota Transfer also 
applied to Duluth via the “‘Northern Pacific Railway,’’ but defendants 
argue that they applied only by way of the direct route through 
Staples and Brainard, Minn., and not over the route of movement 
(through Minneapolis), which is 146 miles longer. There was noth- 
ing in the governing tariffs which restricted the application of the 
rates to a particular line of the Northern Pacific. * * * In the absence 
of a restricted routing it must be held that the rates to Duluth 
applied over the route of movement. 


Also in St. Tammany Ice & Manufacturing Company, Lim- 
ited, vs. Director-General, as agent, 64 I. C. C. 491, the Com- 
mission said: 


Where a rate is unrestricted in its application it applies on 
shipments which move through a point via which it was not intended 
to apply, even though such route is unusual and unduly circuitous. 


Routing—Embargoed Route Not Available Route 


Ohio.—Question: A carload shipment was tendered the “A” 
Railroad at point of origin and the bill of lading did not show 
either the rate or route to destination, but there was a com- 
modity rate applying from point of origin to destination via 
Junction “X” and the “B” Railroad. After the shipment was 
offered the originating carrier the agent discovered that there 
was an embargo via his line and the “B” Railroad over which 
the commodity rate applied, and therefore sent it via Junction 
“Z” and the “C” Railroad, via which route a higher, or class 
rate applied. 


On delivery of the car at destination charges were assessed 
at the commodity rate applying via the embargoed route and 
now, after the lapse of nearly two years, the interested car- 
riers wish to collect an alleged undercharge based on the rate 
applying via Junction “Z”’ and the “C” Railroad, or, in other 
words, via the route over which the shipment traveled. The 
agent at point of origin states he told the shipper that the 
route over which the commodity rate applied was embargoed 
and that he sent it via the higher, or unembargoed route, with 
the shippers knowledge, but the shipper denies this and says 
he did not know anything about it. 

My question is this: Must we pay charges via the route 
which the shipment traveled, which would be the class rate, 
or are we entitled to the rate applicable to the embargoed 
route? 

Answer: Under Conference Ruling 214-C, the duty is im- 
posed upon a carrier’s agent to route a shipment via the cheap- 
est reasonable route known to him of the class designated by 
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the shipper—that is, all-rail, or rail-and-water—and via which 
he has rates which he can lawfully use, that is, the duty is to 
route the shipment via the cheapest, reasonable, available route. 

A route which is embargoed is not, however, an available 
route (Herman Gross vs. Director-General, 58 I. C. C. 604 (607)), 
and, therefore, in accordance with the findings in this case, it is 
our opinion that the carrier cannot be held liable for misroute 
in not informing the shipper, at the time the shipment was 
tendered for transportation, of the fact that the route via which 
the cheapest rate applied was embargoed. See, in this connec- 


tion, North Packing & Provision Co. vs. Director-General, 73 
E Cc. C. 74. 


Minimum Weight—Shipper May Not Order Car of Less Ca- 
pacity than Specified Minimum Where Item Provides that 
Where Marked Capacity of Car Furnished Is Less than 
Minimum, Marked Capacity of Such Car Governs 


Missouri.—Question: Southwestern Lines’ Freight Bureau 
Tariff Bureau No. 114-A, in connection with the brick rates in 
item 640, states that the “minimum weight, 60,000 pounds, except 
where marked capacity of car is less, in which case the marked 
capacity of car will govern.” 


This tariff is subject to Southwestern Lines’ Classification 
Exceptions No. 1-M and upon referring to item 276 therein we 
find that if the carrier is not able to furnish car of a capacity 
ordered by shipper and for its own convenience furnishes a 
car of a greater capacity, the minimum weight prescribed for 
the car ordered will be applied to the car furnished. 


Under a literal interpretation of the tariff, could we not 
order a car, for example, of a 40,000-pound capacity, the car- 
rier furnishing a 60,000-pound capacity car, and be protected on 
the 40,000-pound minimum? 


Answer: We are of the opinion that under the provisions 
of an item such as item 640 of Southwestern Freight Bureau 
Tariff No. 114-A, a shipper may not order a car of a capacity 
of less than 60,000 pounds. The proviso that “where the marked 
capacity of car is less, in which case the marked capacity of car 
will govern” is carried in connection with the minimum weight 
of 60,000 pounds, so as to protect the shipper, in the event the 
carrier does not furnish a car into which the minimum can 
be loaded, but it does not contemplate a shipper ordering such 
a car for the purpose of defeating the established minimum 
weight of 60,000 pounds, which high minimum was a factor 
considered in arriving at the measure of the rate, which doubt- 
less would have been fixed-at a higher figure had a lower mini- 
mum been taken into consideration in the determination of 
the measure of the rate. 


Payment of Freight Charges—Requirement of Bond Where More 
y than 48 Hours’ Credit Is Extended 
Missouri.—Question: On page 372 of the August 16 Traffic 
World, under the above caption, the question is asked whether 
the carrier under Ex Parte No. 73, 57 I. C. C. 591, would be able 
to extend the 96-hour credit arrangement to one concern without 
bond while requiring bond from another. 


In your answer you state that, as you understard it, many, 


if not all, of the carriers, require a bond where the period of 
credit is extended beyond 48 hours. 


We would respectfully refer to your answer on page 42 of 
the July 5 Traffic World, in which you answer the same ques- 
tion by saying that the carrier may extend credit on freight 
charges for a period of 96 hours, and there is no mention of 
48 hours in that answer to the question from Ohio. If you 
will read the order issued by the Commission at the June ses- 
sion on the fourth day of June, 1920, you will note that it 
modifies the 48-hour rule and extends the time to 96 hours and 
after that order there are others of December 6, 1920, I. C. C. 
456, January 12, 1921, I. C. C. 375, and June 18, 1922, in which 
the 96-hour period is quoted by the Commission as the govern- 
ing period, and in none of these orders mentioned above is a 
48-hour period referred to. The question is, therefore, where 
do the railroads get authority to say that they will extend 
credit for 48 hours when the Commission says under precau- 
tion they can extend credit for a period of 96 hours? In other 
words, why do they not choose 72 hours or 96 hours, making 
bi-weekly settlements possible? 


Answer: In our answer to “Kansas,” on page 252 of the 
August 2, 1924, Traffic World, under the caption “Freight 
Charges—Time Within Which Must Be Paid,” we modified our 
answer to “Ohio” on page 42 of the July 5, 1924, Traffic World. 
We did so by reason of the fact that the carriers are appal- 
ently justified in promulgating the rules they have, under which 
48 hours’ credit is extended without the filing of a bond and 
96 hours’ credit is extended where the circumstances justify, 
upon the filing of a bond, by reason of the conclusions set forth 
on page 596 of the Commission’s report in Ex Parte No. 73, 
57 I. C. ©. 591, the 96-hour period prescribed in the Commls- 
sion’s order in the case being considered as the maximum 
and not the minimum period for the extension of credit, and 
then only upon the taking of precautions deemed sufficient by 
the carrier to insure payment of the charges. 
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Maine Daily Deliveries by Zone System 
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Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, ton, Mass. 
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14 Buildings in Downtown Wholesale District for Merchandise Storage 


L. C. L. Shipments via all R. R. Lines without cartage. Insurance rates as low as 17 cents 


SECURITY WAREHOUSE C0., MINNEAPOLIS 
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Personal Notes | 


W. S. Dowdy has been made acting agent of the Baltimore 
& Philadelphia Steamboat Company at Philadelphia. 

J. A. Hickman has been appointed industrial agent of the 
New York Central Lines at Cincinnati. 

A. M. Schoyer, manager of through freight traffic of the 
Pennsylvania, at Philadelphia, died August 26 at Pittsburgh, 
following an attack of heart disease. Mr. Schoyer began serv- 
ice with the Pennsylvania in 1872 and held various executive 
positions up to the time of his death. From 1914 to 1918 he 
was resident vice-president of the road at Chicago. 

M. B. Hatfield has been appointed commercial agent of the 
St. Louis Southwestern at Paragould, Ark. 

B. J. Martin of the Commonwealth Edison Company, Chi- 
cago, has been made chairman of the transportation bureau, 
commercial section, of the N. E. L. A. 

Alex Stuart, for 23 years traffic manager of the Rosenbaum 
Grain Corporation, at Chicago, has been appointed traffic man- 
ager of the Grain Marketing Company. 

Ray De Groote has been made traffic representative of the 
Luckenbach Steamship Company at St. Louis. 

Henry T. Strom has been appointed manager of traffic of 
the Lloyd Manufacturing Company, Menominee, Mich. He suc- 
ceeds Raynard F. Bohman, now director’ of traffic of the Hey- 
wood-Wakefield Company, of which the Lloyd concern is a part. 

J. B. McGinnis, freight commissioner, Memphis Merchants’ 
Exchange, has been appointed chairman of the committee on 
rate construction and tariffs of the National Industrial Traffic 
League. He succeeds Frank E. Williamson, who died. 

G. C. Whitney has been made foreign freight agent of the 
Texas & Pacific. with headquarters at New Orleans. 

George H. Gasteyer, formerly traffic manager of Morana, 
Inc., has become associated with the Protective Claim Associa- 


tion, adjusters of express, railroad, and steamship claims, New 
York. 


DOINGS OF THE TRAFFIC CLUBS 


The fall meeting of the Associated Traffic Clubs of America 
will be held at Atlanta, Ga., October 15, 16 and 17. The first 
two days will be given to business and the third to entertain- 
ment of delegates. Member clubs are being urged to send two 
delegates and two alternates each, and to forward to the sec- 
retary subjects that they think should be considered. 








The Traffic Club of New York will open its bowling season 


October 6 and will go on the alleys every Monday night until 
March 30. 





The Little Rock Traffic Club held its monthly meeting Au- 
gust 20 and considered plans for entertaining the Chicago Pas- 
senger Club at breakfast September 1. 





The Pacific Traffic Association held its regular meeting at 
San Francisco August 19. A. Bullock, sales manager of A. W. 
Shaw & Co., and Kenneth A. Millican, of the Pacific National 


Bank, were speakers. A musical program was given by the 
Santa Fe Glee Club. 





The Los Angeles Transportation Club at its annual meet- 
ing elected the following officers: President, Glenn D. Harmon, 
traffic manager of Barker Bros., Inc.; vice-president, J. E. Light, 
district freight agent of the Southern Pacific, and secretary- 


treasurer, Allen T. Smith, editor, the Southern California Traffic 
Journal. 





The Traffic Club of Baltimore will hold its regular meeting 
September 2 at the Southern Hotel. Ten-minute talks will be 


given on railroads, steamships, public utilities, industry and 
finance. 





The Traffic Club of Memphis will take a boat trip September 
5, embarking on the steamer Idlewild. 





The Decatur Transportation Club will hold its 
Central Night” September 11. President C. H. Markham of 
the road will be the speaker. The entertainment will begin 
with a dinner at 6 p. m., followed by Mr. Markham’s address. 
From 9 to 12 there will be dancing, boating and card games at 
the Staley club house. 


“Tllinois 


INTERLOCKING DIRECTORATES, ETC. 

George L. Mitchell has been authorized to hold the positions 
of director of the Tampa Southern Railroad Company and as- 
sistant secretary of the Atlantic Coast Line Railroad Company in 
addition to positions previously authorized. 

John L. Lancaster and James A. Somerville have been au- 
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thorized to hold the positions of président and director and vice- 
president and director, respectively, of the Texas & Pacific Rail- 
way Company and its various subsidiaries. 

John B. Payne has been authorized to hold the positions 
of vice-president of the Texas & Pacific Railway Company and 
traffic manager of the Denison & Pacific Suburban Railway Com- 
pany. 

Chandler Wolcott Durbrow has been authorized to hold the 
positions of attorney for the Southern Pacific Company and di- 
rector of the Porterville Northeastern Railway Company. 

J. R. Bennington and Frank T. Swain have been authorized 
to hold the positions of purchasing agent and assistant pur- 
chasing agent, respectively, of the Lehigh*& New England Rail- 
road Company and Lehigh Coal & Navigation Company, in 
addition to holding a directorship with various other lines. 

Edward Hughes has been permitted to hold the positions 
of comptroller of the Allentown Terminal Railroad Company, 
Lehigh Coal & Navigation Company, Nesquehoning Valley Rail- 
road Company, Tresckow Railroad Company and Wilkes-Barre 
& Scranton Railway Company, in addition to positions previously 
authorized. ; 

Joseph L. Lockett has been authorized to hold the office of 
general attorney with the Beaumont, Sour Lake & Western Rail- 
way Company, New Orleans, Texas & Mexico Railway Company, 
Houston & Brazos Valley Railway Company and certain other 
lines. 

R. Lancaster Williams has been authorized to hold the po- 
sitions of president and director of the Georgia & Florida Rail- 
way and director of the Missouri Pacific Railroad Company 
and Statesboro Northern Railway. 

William H. Whitehead has been authorized to hold the posi- 
tions of general auditor of the Lehigh & New England Railroad 
Company, Campbell Hall Connecting Railroad Company and 
Pochuck Railroad Company, in addition to holding a director- 
ship with the above lines and various others. 

Arthur N. Reece has been authorized to hold the position 
of chief engineer of the Kansas & Missouri Railway & Terminal 
Company in addition to positions previously authorized. 





TELEPHONE CONSOLIDATION 


The Commission has authorized the Cumberland Telephone 
& Telegraph Company to acquire a number of independent lines 
of telephone in Kentucky. 


ANNUAL TELEPHONE STATISTICS 


The Commission has issued a statement of selected items 
from the annual report of telephone companies for the calendar 
year, 1922. It shows the three classes of reporting companies 
to have 38,614,929.85 miles of wire, an investment in fixed cap- 
ital (plan and equipment), of $2,198,446,236, other investments 
of $1,354,596,456, cash of $62,985,046, total working assets of 
$251,533,111, capital stock of $1,860,790,305, unmatured funded 
debt of $825,564,010, total working liabilities of $159,952,877, 
accrued depreciation of $487,228,376, total corporate surplus of 
$237,848,350, operating revenues of $671,435,656, operating ex- 
penses of $475,462,845, operating income of $142,368,522, net in- 
come of $162,287,862 and dividends declared of $135,208,108. 

Of the dividend payments $132,269,816 was paid by the 
class A companies, composed largely of the American Tel- 
ephone & Telegraph Co., its subsidiaries and associated com- 
panies. ‘~The class B companies made dividend payments 
amounting to $1,836,816 and the class C companies $1,102,080. 


LUMBER SHIPMENTS 


Lumber shipments gained sharply the week ended August 
23, over the preceding week, says the National Lumber Manu- 
facturers’ Association, and even showed an advance over the 
shipments of the corresponding week of 1923. As compared with 
the previous week, new business declined slightly, but was a 
little larger than in 1923. Production increased currently 6 
per cent, but was well behind 1923 production. Owing to the 
recent quickening of the lumber demand cumulative orders for 
1924 have almost attained the level of the corresponding period 
of 1923, after having lagged far behind for several months. 

The unfilled orders of 132 Southern Pine mills fell from 
262,534,104 to 249,101,508. The unfilled orders of 122 West 
Coast mills were 334,716,970 feet at the end of last week, data 
for the preceding week being lacking. 

For the 374 comparably reporting mills, last week’s ship- 
ments were 105 per cent and orders 102 per cent of actual 
production; for the Southern Pine mills by themselves these 
percentages were 121 and 102, respectively, and for the West 
Coast group, 112 and 116. 

Of the foregoing mills 353 have a determined normal pro- 
duction for. the week, of 220,638,824 feet; according to which 
actual production was 97 per cent, shipments 106 per cent, and 
orders 101 per cent of normal production. 


The following table compares the national lumber move- 
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Illinois Central System Helps to Take 
Mystery Out of Railroading 









This is our forty-ninth monthly statement devoted to giving our patrons information 
about this railroad. We began publishing these statements in the daily and weekly news- 


papers on our line in September, 1920. This plan of keeping our patrons posted is now 
entering upon its fifth consecutive year. 






Our statements have been planned with the idea of taking the groundless mystery 
out of railroading. In former years much misunderstanding existed between the patrons 
of the railroads and the managements of the railroads. The railroads made mistakes by 
neglecting to take the public into their confidence, and the public made mistakes by de- 
manding the wrong kind of railway regulation. We have sought to put an end to that un- 
constructive situation. It has been our earnest desire to develop better understanding by 
informing ourselves of our patrons’ needs and wishes (that is why we invite constructive 
criticism and suggestions) and by informing our public regarding the railroads. 





















Our monthly statements have covered many phases of the railway business. Among 
our subjects have been the increase in business handled by this and other railroads, the 
causes of transportation shortages, co-operation between the railroad and its patrons to 
get the best service out of the railway plant, new equipment purchased and other expendi- 
tures for improvements, the menace to life and property caused by careless motorists at 
grade crossings, the on-time performance of our passenger trains, our efforts to promote 
industrial and agricultural development along our lines, the part taxes and other expenses 
play in fixing railway rates, the receipts and expenditures of this railroad expressed in 
terms of the cents which make up the dollar, and the like. We have endeavored to discuss 
these subjects in a simple, non-technical manner that would be readily understood. 















We have been very particular about our facts. Although we invite criticism, none of 
the facts presented in our monthly statements has been successfully challenged. 


We take pride in the belief that our statements have helped the people in our terri- 
tory to become better informed in regard to this and other railroads. We know that one 
effect has been to help us become better acquainted with the needs of our patrons and to 
make us more eager to render a better service. We believe there is much less prejudice 
against the railroads now than there was four years ago. We believe our citizens gen- 
erally realize that it is more important to their own welfare to help the railroads through 
constructive treatment than to injure them through unconstructive regulation. A part of 
this change in sentiment, we believe, has been due to our informative statements. 

















We would like to have our patrons consider the task which confronts the manage- 
ment of this railroad. The management is the trustee of an investment of approximately 
half a billion dollars. This investment is in a railway plant which renders an indispens- 
able service to the public. The power to regulate this and other railway properties ema- 
nates from the people. If the people are misled, they may demand the kind of railway reg- 
ulation that, by injuring the railroads, will injure themselves. If they have the facts, how- 
ever, they can be depended upon to do what is right and fair. 














We believe that we would be remiss in our duty as trustees of this great property 
if we failed to keep our public informed on railway matters. After four years of this work, 
we are convinced that our patrons understand and approve what we are trying to accomplish. 


Constructive criticism and suggestions are invited. 


C. H. MARKHAM, 
President, Illinois Central System. 
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ment as reflected by the comparably reporting mills of seven 
regional associations for the three weeks indicated: 
Preceding 


Corresponding week, 1924 

Past week. week, 1923. (revised). 

RINGS ice oxr ek ac prdliosa tas Ge, ashen a eta 3 385 340 
er nee er rene 228,942,410 261,929,244 215,543,328 
SS EE Me eae 245,512,944 232,940,690 204,046,988 
IS ere” Seems” Taare 236,458,681 235,106,407 245,134,312 


The following figures compare the reported lumber move- 
ment for the first thirty-four weeks of 1924 with the same period 
of 1923: 








Production. Shipments. Orders. 
| SS eee Semen 7,916,291,560 7,842,018,565 7,601,912,351 
MN «gia a GheSwin.qiielerere aetna ale ateces 8,100,521,928 8,255,637,053 7,699,258,459 

1924, decrease ........ 184,230,368 413,618,488 97,346,108 


On account of the fact that for a considerable period the 
mills of the California White & Sugar Pine Association did not 
make weekly reports comparable in respect to orders with 
those of other mills, they are not represented in any of the 
foregoing figures. Fourteen of these mills, representing 34 per 
cent of the cut in the California pine region, reported last week’s 
production as 17,542,000 feet, shipments 13,238,000, and orders 
14,004,000. 





ROLLING STOCK ADDITIONS 


Class I railroads in July installed 17,926 freight cars, accord- 
ing to reports filed by carriers with the car service division of 
the American Railway Association. This brought to 88,800 the 
total number of freight cars placed in service the first seven 
months this year, which was a decrease, however, of 8,150, com- 
pared with the number installed the first seven months in 1923. 
Of the 17,926 installed in July, box cars totaled 7,179, coal cars 
5,121, and refrigerator cars 2,770, including those of both rail- 
road and railroad-owned private refrgerator companies. 

Reports showed 52,375 freight cars on order and awaiting 
delivery on August 1 compared with 86,716 on August 1, 1923. 
Class I railroads also placed in service 197 locomotives in 
July, which brought the total installed from January 1 to August 
1, 1924, to 1,268. In the first seven months in 1923 the rail- 
roads installed 2,221 locomotives, or an increase of 953, com- 
pared with the corresponding period this year. 

Locomotives on order on August 1 totaled 401, compared 
with 1,772 on order on the same date last year. These figures, 
both for freight cars and locomotives, include new, rebuilt and 
leased equipment. 


INSURED OR C. O. D. 

“An amendment to the postal laws and regulations which 

went into effect on July 1 last will be of the greatest benefit 

and convenience to photographers, lithographers, and those who 

are compelled to send matter as third-class through the United 

States mails,” says the Post Office Department in a statement, 
continuing as follows: 


According to an announcement made by Postmaster General New 
domestic third class mail may be sent as insured or C. O. D. when 
mailed or addressed to postoffices in the continental United States and 
island possessions and territories thereof. Prior to July 1 only fourth 
class mail could be sent through the mails in this manner under the 
provisions of law adopted by Congress when it created the parcel 
post system. 

Third class mail may, however, continue to be registered upon 
payment of a fee of 10 cents and indemnity paid for the actual amount 
of loss sustained up to $25. 

Unless further advised to the contrary, domestic third class mail 
cannot be sent as insured mail to Canada, the insurance service to 
that country being limited as yet to fourth class or parcel post mail. 

“The extension of the insurance and C. O. D. services to third 
class mail,’’ said the Postmaster General, ‘“‘has been repeatedly re- 
quested by firms and other patrons of the postal service, particularly 
motion picture film exchanges and business concerns dealing in pho- 
tographs and photographic supplies. Congress, however, did not give 
the necessary authority to the department to put the new service 
into operation until July 1 of this year.” 


MAIL 


Digest of New Complaints 





No. 15147. 
et al. 


Unjust, 


The Procter & Gamble Co., Cincinnati, O., vs. Santa Fe 

unreasonable, preferential or prejudicial 
naphtha from Shreveport, La., Wichita Falls, Tex., and Tulsa, 
Okla., to Ivorydale, O.; alleges that rates unduly prefer com- 
plainant’s competitors at Chicago and St. Louis. Asks cease and 
desist order, just and reasonable rates, and reparation. 

No. 15870, Sub. No. 1. Great Northern Paper Co. et al., Millinocket, 
Me., vs. Bangor & Aroostook et al. y 

Unjust, unreasonable and discriminatory rates on newsprint 
paper from Millinocket and East Millinocket, Me., to New iLed- 
ford, Mass. Asks cease and desist order and reparation. 

No. 16107, Sub. No. 1. The Refiners Oil Co., Dayton, O., vs. 
sylvania et al. 

Unjust, unreasonable, preferential rates, in violation of the 
aggregate of intermediate rates provisions of Section 4 on ship- 
ments of gasoline from El Dorado, Ark., and Shreveport, La., to 
Dayton, Springfield and Sidney, O. Asks reparation. _ A 

No. 16145. Lewiston Elevator Co. et al., Minneapolis, Minn., vs. Chi- 
cago Great Western et al. A 

Illegal, unjust and unreasonable rates in violation of the aggre- 
gate of intermediate rates provision of section 4 on flax seed, 
wheat, oats, corn, rye and barley from points in Minnesota to 
Chicago and Wisconsin points. Asks cease and desist order, Just 
and reasonable rates and reparation. 


rates on 


Penn- 
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No. 16146. Bluff City Lumber & Coal Co. et al., Council Bluffs, Ta., 
vs. Santa Fe et al. 
Unjust and unreasonable rates and charges on forest products 
from points in Oregon, Washington, British Columbia, Idaho and 
Montana to Missouri river points, including Council Bluffs, Ia., 


and to intermediate territory in Iowa, Nebraska, Kansas, Mis- 
souri and South Dakota. Asks reparation. 

No. 16148. Sinclair Wyoming Oil Co., Casper, Wyo., vs. C. & N. W. 
et al. 


Unjust and unreasonable rates on iron and steel tank material 
fabricated in transit at Leetsdale, Pa., and shipped to Casper, 
Wyo. Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 16148, Sub. No. 1. Co., 
Cc. & N. W. et al. 

Unjust and unreasonable rates on iron and steel tank material 
from Leetsdale, Pa., to Casper, Wyo., fabricated in transit at 
Leetsdale. Asks cease and desist order, just and reasonable 
rates and reparation. 

No. 16149. Sun Company et al., Philadelphia, Pa., vs. Cisco & North- 
eastern et al. 

Unjust and unreasonable rates and charges In violation of sec- 
tion 4 on wrought iron pipe, steel pipe and pipe fittings from 
points in Texas to points in Arkansas. Asks cease and desist 
order, just and reasonable rates and charges, and reparation. 


Mammoth Oil New York, N. Y., vs. 


No. 16150. August Ammon, St. Paul, Minn., vs. Southern Pacific 
et al. 

Excessive and unreasonable rates and charges on carload of 
vegetables from San Fernando, Cal., to St. Paul, Minn, Asks 
reparation. 

No. 16151. American Lithographic Co., New York City, vs. Lehigh 
Valley. 


Unjust, unreasonable, prejudicial and discriminatory rates on 
paper envelope blanks in sheets, printed or lithographed, or »naper 
wrappers, in sheets, printed or lithographed, packed in boxes or 
eases, from New York, N. Y., to Buffalo, N. Y. Asks cease and 
desist order, just and reasonable rates, and reparation. 

No. 16152. Northeast Mississippi Traffic Bureau, Tupelo, 
Mobile & Ohio et al. 
Unjust, unreasonable, 


Miss., Vs. 


discriminatory, preferential and preju- 
dicial rates in violation of section 4 on peanuts from points in 
North Carolina and Virginia to Tupelo, Miss. Asks cease and 
desist order, just and reasonable rates, and reparation. 

No. 16153. The Robbins & Myers Co., Springfield, O., vs. C. ©. C. 
& St. L. et al. 

Illegal, unreasonable, discriminatory and prejudicial charges in 
violation of the aggregate of intermediate rates provision of sec- 
tion 4 on shipment of electric fans and motors from Springfield, 
O., to San Francisco, Cal. Asks reparation. 

No. 16154. C. S. Howard, doing business under the name of the How- 
ard Automobile Co., San Francisco, Calif., et al. vs. Santa Fe et al. 

Complainants, who are engaged in the sale and distribution of 
self-propelling vehicles and parts thereof at various points in 
California, allege they have been subjected to the payment of 
rates which were and are unjust, unreasonable, unlawful, preju- 
dicial and unduly discriminatory on self-propelling vehicles and 
parts thereof, from points in New York, Connecticut, Pennsy]- 
vania, Ohio, Michigan, Indiana, Illinois and Wisconsin, to points 
in California. Asks cease and desist order, just and reasonable 
rates and charges, and reparation in the sum of $388,885.24. 

No. 16155. . National Fire Proofing Co., Pittsburgh, Pa., vs, Bellefonte 
Central. 

Unjust and unreasonable charges on hollow building tile from 
Haydenville, Ohio, to State College, Pa. Asks cease and desist 
order, just and reasonable charges, practices and regulations, and 
reparation. 

No. 16156. H. F. Wilcox Oil & Gas Co., Tulsa, Okla., vs. St. Louis- 
San Francisco et al. 

Unjust and unreasonable rates on carload shipments of casing 
and oil-well supplies from Bristow and Pawnee, Okla., to Gorham 
and Russell, Kan. Asks cease and desist order, just and reason- 
able rates, and reparation. 

No. 16157. Jackson Traffic Bureau, Jackson, Miss., 
Mills, Ine. et. al. vs. Alabama & Vicksburg et al. 

Unjust, unreasonable, preferential and discriminatory rates, in 
excess of the aggregate-of-intermediate rates based on Memphis, 
Tenn., on alfalfa meal from points in Colorado, Nebraska and 
Kansas, to Jackson, Miss. Asks for rates that conform to sections 
1, 2, 3 and 4 of the act, and 3 cents per 100 pounds lower than 
the applicable rates to New Orleans, and reparation. 


No. 16158. Edward Hines Yellow Pine Trustees, Chicago, 
Akron, Canton & Youngstown et al. 

Unjust, unreasonable, discriminatory, preferential and preju- 
dicial rates and charges on forest products and naval stores from 
Barth, Kiln and Loretta, Miss., to various interstate destinations, 
and on coal from Kentucky, Illinois and Alabama mines to Barth, 
Kiln and Loretta, Miss. Asks reparation, 


No. 16159. Providence Fruit & Produce Exchange, Providence. R. I 
vs. New Haven et al. : 

Unjust, unreasonable, discriminatory and preferential or preju- 
dicial rates on strawberries between points in North Carolina and 
Providence, R. I. Asks cease and desist order, just and reasonable 
rates, and reparation. 

No. 16160. Kanawha Black Band Coal Co. et al., Olcott, W. Va., vs. 
Kanawha Central et al. 

Unjust and unreasonable charges on carload shipments of coal! 
from complainants’ mines on the Kanawha Central near Olcott, 
W. Va., to interstate destinations. Asks reparation. 

No. 16161. Lone Star Gas Co., Dallas, Tex., vs. Santa Fe et al. 

Unjust, unreasonable, preferential, discriminatory rates, in 
violation of the !ong-and-short-haul clause, on internal combustion 
engines, gas engines, pumps, heat exchangers and gas compressors, 
from points in New York and Ohio to points in Oklahoma ana 
Texas. Asks cease and desist order, just and reasonable rates, and 
reparation. 

No. 16162. H. Gannaway and E. Rice, receivers of the Lake County 
Manufacturing Co., Dyersburg, Tenn., vs. Illinois Central et al. 

Alleges that rates on cottonseed products, including cottonseed 
meal, cake, hulls and oil, from Tiptonville, Tenn., to points in 
Maine, New Hampshire, Vermont, Massachusetts, Connecticut, 
Rhode Island, New York, Pennsylvania, Ohio, Kentucky, Maryland, 
Virginia, West Virginia, New Jersey, Indiana, Illinois, Missouri, 
Wisconsin and Tennessee, are unreasonable, prejudicial and prefer- 
ential to the extent that they exceed the rates from Dyersburg. 
Tenn. Asks cease and desist order, just and reasonable rates. 
and reparation. 

No. 16163. Crown Willamette Paper Co., San Francisco, Calif., vs. 
Union Pacific et al. 

Unjust and unreasonable rates on printed fruit wrapping paper 
from Los Angeles, Calif., to Ordway and Rocky Ford, Colo. Asks 
cease and desist order, just and reasonable rates, and reparation. 
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“The Alps, The Rhine, The Battlefield Line” 


The popular scenic route between 


WASHINGTON 


THE NATIONS CAPITAL 


AND THE WEST 


Over the Blue Ridge and Alleghany Mountains 
An Ever Changing Panorama of Wonder Scenes 


White Sulphur, W. Va., and Hot Springs, 
Va., on line of the C & O, are two all- 
year resorts of wide renown. Only a 
night’s ride from New York. 


The C & O is noted for such excellent trains as 
the “F F V”’ and the “Old Dominion Limited’’ 


COMFORT — SERVICE 


Dining car cuisine par excellence 


JNO. D. POTTS, Pass. Traffic Manager, Richmond, Va. 


T. H. GURNEY, Aast. General Pass. Agent, Cincinnati, Ohio 
F. E. LANDMEIER, Western Pass. Agent, St. Louis, Mo. KR. E. PARSONS, District Pass. Agent, Louisville, Ky. 


0. N. SPAIN, Eastern Passenger Agent, Washington, D. C., and 299 Broadway, New York City 
J. B. EDMUNDS, Gen. Agent, Washington, D. C. 
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Note. items in the Docket marked with an asterisk (*) are new, 
raving been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too fate to show the change In 
this Docket will be noted elsewhere. 

September 2—Washington, D. C.—Examiner Burnside: 
13668—Kansas City, Mexico & Orient Divisions. 


September 2—Galveston, Texas—Examiner Money: 
‘ 15427—Iola Cement Mills Traffic Assn. et al. vs. A. & S. Ry. et al. 
' 15938—Oklahoma Portland Cement Co. vs, Santa Fe Ry. et al. 
15151—Oklahoma Portland Cement Co. et al. vs. D. & R. W. G. R. R. 
15923—Oklahoma Portland Cement Co. vs. A. & S. Ry. et al. 
September 3—Boston, Mass.—Examiner, Dolan: 
1. and S. No. 2219—Iron and steel between New Jersey and New Eng- 
land points. 


September 3—Montgomery, Ala.—Public 
Alabama: 

Finance No. 4110—In the matter of the application of the Mobile 
& Ohio Railroad Company for a certificate of public convenience 
and necessity authorizing it to abandon certain lines of railroad 
in Mobile County, Ala. 

September 3—Washington, D. C.—Examiner Almond. 

Finance No. 646—Guaranty settlement with Missouri- 

kansas R, R. 
September 3—Louisville, Ky.—Examiner Cheseldine: 

1. and §. No. 2196—Transit on lumber at Ohio River crossings and 
related points. 

Sept, 3—Washington, D. C.—Examiner Law: 
Finance No. 3647—Excess income of Buffalo and Susquehanna. 
September 3—St. Louis, Mo.—Examiner Copenhafer: 

13288 (and Sub. No. 1)—Mississippi Valley Iron Company vs. C. & 
N. W. Ry. et al. 

September 3—Muscatine, Iowa—Examiner Shanafelt: 

1. and S. No, 2210—Shells from Mississippi River group points t 
Colorado. 

September 3—Boston, Mass.—Examiner Beach: 
15885—Hunt-Spiller Manufacturing Corporation vs. Director General. 
15116—E. H. Kingman Company et al, vs. Cent. Vt. Ry. 
September 3—Buffalo, N. Y.—Examiner Healy: 

No. 8406—Jones & Laughlin Steel Co. vs. P. & L. E. R. R. et al. 

No. 8767 (and Sub. Nos. 1 and 2)—Seneca Iron & Steel Co. vs. South 
Buffalo Ry. Co. et ai. 

No. 9058 (and Sub. Nos. 1 and 2)—American Bridge Co. vs. Union 
Railroad Company et al. 

Ne. +t ae & Esterbrook, et al. vs. Newburg & South Shore 

y. et al. 
No. 9271—Hyman-Michaels Co. vs. Pennsylvania R. R. et al. 


September 4—Washington, D. C.—Examiner Almond: 
Finance No. 1332—Deficit status of Minneapolis, Northfield & South- 
ern Railway. (Further hearing.) 
September 4—Boston, Mass.—Examiner Gerry: 
be arg = neon R. R. Co. et al. vs. Aberdeen & Rockfish 
. R. Co. et al. 


September 4—Buffalo, N. Y.—Examiner Gaddess: 
6063—Becker, Moore & Co., Inc., vs. N. Y. C. R. R. et al. 
September 4—Washington, D. C.—Examiner Smith: 
= Carolina Pine Association et al. vs. A. C. L. R. R. 
et al. 
Fourth Section Order No. 8843—Lumber and forest products to 
points in Eastern Trunk Line and New England territories. 


September 4—St. Louis, Mo.—Examiner Copenhafer: 
15761—Fifth and Ninth Districts Coal Traffic Bureau vs. C. R. Il. & 
P. Ry. et al. 
Copter 4—Spokane, Wash.—Commissioner Campbell and Examiner 
ns: P 
14089—-Spokane & Eastern Ry. & Power Co. et al. vs. Spokane, 
Portland & Seattle Ry. Co. et al. 


September 5—Wichita, Kansas—Examiner Woodrow: 
1. & S. No. 2177—(and first supplemental order)—Junk, in mixed 
carloads, in Western Trunk Line territory. 
’ 15862—The Wichita Board of Commerce et al. vs. Director Genera, 
Santa Fe et al. 


September 5—Washington, D. C.—Examiner Davis: 

Finance No. 4198—In the matter of the joint application ef the St. 
Louis-San Francisco Ry. Co. and the Kansas City, Ft. Scott & 
Memphis Ry. Co. for authority for acquisition by the latter of 
capital stock of the Kansas City, Clinton & Springfield R. R. Co. 
and for leasing of the property to the St. L.-S. F. Ry. 

September 5—Duluth, Minn.—Examiner Knowlton: 
16073—Minnesota Steel Company vs. A. T. & S. F. Ry. et al. 


September 5—Galesburg, Ill.—Examiner Shanafelt: . 
I. and S. No. 2190—Eastbound, transcontinental rates on insulators. 


September 5—Providence, R. I.—Examiner Beach: 
15870—Great Northern Paper Company et al. vs. Bangor & Aroostook 


R. R. et al. 
16027—Rhode Island Malleable Iron Works vs. N. Y. N. H. & H. 
ae 


September 8—Minneapolis, Minn.—Examiner Knowlton: | 
1. and S. No. 2184 (and first supplemental order)—Brick and clay 
products between W. T. L. points. 


September 8—Tulsa, Okla.—Examiner Woodrow: 
16081—Arkansas River Sand Company vs. M.-K.-T. R. R. et al. 
September 8—Washington, D. C.—Director Mahaffie: 

Finance No. 4148—In the matter of the application of the Arizona 
Eastern Railroad Co. for a certificate of public convenience and 
aor ae authorizing it to construct an extension to its line of 
railroad. 

Finance No. 4164—In the matter of the application of the South- 
ern Pacific Company to acquire control, by lease and stock own- 
ership of the El Paso & Southwestern Ry. System and of the 
Southern Pacific Company to issue certain securities. 

September 8—Memphis, Tenn.—Examiner McGrath: 

4898—Memphis Freight Bureau for King-Haase Furniture Co. et 
al, vs. A. G. S. R. R. et al. 

15921—King Haase Furniture Company vs. B. & O. R, R. et al. 


Service Commission of 


& North 


September 8—Cleveland, O.—Examiner Gaddess: 
15936—The Glidden Company vs. Ill. Cent. R. R. 
15966—Canadian Oil Companies, Ltd., vs. L. & N. R. R. et al. 
September 8—Chicago, Ill—Examiner Shanafelt: 
1. and §S. No. 2185—Furniture from Illinois and Wisconsin to Mil- 
waukee, Wis. 
September 8—Washington, D. C.—Examiner Smith: 
§825—Arthur H. Bryant vs. Mich. Central R. R. et al. 
September 8—Knoxville, Tenn.—Examiner Cheseldine: 
15941—-Traffic Bureau of Knoxville et al. vs. A. C. L. R. R. et al. 
16080—Knoxville Iron Company vs. B. & O. R. R. et al. 
September 8—Kansas City, Mo.—Examiner Copenhafer: 
l. and S. No. 2180—Hay and straw between Missouri River points 
and Mississippi valley. 
September 8—Washington, D. C.—Examiner Pattison: 
Valuation No. 327—In re tentative valuation of the ee of 
the Great Northern Ry. Co. and Montana Eastern Ry. Co. 
September 8—New York City, N. Y.—Examiner Beach: 
15990—The Joint Council of the International Apple Shuppers’ 
Association et al. vs. Amer. Ry. Express Co. et al. 
15813—Joseph H. Steinhardt vs. Amer. Ry. Express Co. et al. 
September 8—Seattle, Wash.—Examiner Wilkins: 
15993—-Pacific Coast Shippers’ Association, Inc., et al. vs. A. C. & 
Y. Ry. et al. 
September 9—Chicago, Ill.—Examiner Shanafelt: 
l. and S. No. 2116—Cheese from Wisconsin and defined territories 
to Arkansas, Louisiana, Oklahoma and Texas. 
15880 (and Sub. No. 1)—Armour & Company et al. vs. Abilene & 
Southern Ry. et al. 
September 9—Cleveland, O.—Examiner Gaddess: 
16062—The National Petroleum Assn. et al. vs. C. & A. R. R. et al. 
September 9—Kansas City, Mo.—Examiner Copenhafer: 
I. and S. No. 2193 (and first supplemental order)—Brick, between 
Oklahoma and Texas points. 
September 9—Minneapolis, Minn.—Examiner Knowlton: 
15701—Minnesota Western Railroad Company vs. Santa Fe et al. 
September 9.—Oklahoma City, Okla.—Examiner Woodrow: 
13758—Ridenour-Baker Mercantile Co. et al. vs. Santa Fe et al. 
16031—_The Oklahoma Publishing Company vs. Santa Fe et al. 


September 9—New York City, N. Y.—Examiner Beach: 
14103—Universal Paper Bag Company vs. Maine Central R. R. et al. 


September 10—Kansas City, Mo.—Examiner Copenhafer: 
16072—St. Joseph Viscosity Oil Company vs. Santa Fe et al. 


September 10—Chattanooga, Tenn.—Examiner Cheseldine: 
Il. and S. No. 2191—Glass bottles from Chattanooga, Tenn., to Mem- 
phis, Tenn. 
1. and S. No. 2178—Paper boxes between Southeastern points. 


September 10—Estes Park, Colo.—Chairman Hall: 
15727—Oklahoma Portland Cement Company vs. Arkansas Valley 
Interurban et al. 
15744——-Nebraska Cement Company vs. Arkansas Valley Interurban 


et al. 
15751—The Colorado Portland Cement Company et al. vs, Arkansas 
Valley Interurban Railway et al. 

September 10—New York City, N. Y.—Examiner Beach: 
15816—United Zinc Smelting Corporation vs, B. & O. R. R. et al. 

September 11—Jackson, Miss.—Examiner McGrath: 
13193—Ingram Day Lumber Company vs. G. & S. I. R. R. et al. 

Portions of fourth section application No. 484, filed by Gulf & Ship 
Island R. R., In re rates on lumber and related articles from sta- 
tions on G. & S. I. R. R. to Gulfport, Miss., Mobile, Ala., and New 
Orleans, La. 

September 11—Kansas City, Mo.—Examiner Copenhafer: 
16007—Harrisonville Brick & Tile Company vs. Santa Fe et al. 
16049—Harrisonville Ice & Creamery Company vs. Santa Fe et al. 

September !1—New York City, N. Y.—Examiner Beach: 
15819—Garrett and Company, Inc., vs. N. Y. C. R. R. et al. 

September 11—Washington, D. C.—Examiner Sullivan: 

Finance No. 1427—Deficit status of Indian Creek Valley Ry. 
— No. 533—Guaranty settlement with Indian Creek Valley 
y. 

September 11—Portland, Ore.—Examiner Wilkins: 

1. and S. No. 2167—Combination rule on lumber from points in 
the Northwest. 

September 12—Washington, D. C.—Examiner Davis: 

* Finance No. 4269—In the matter of the joint application of the 
Cumberland Valley Telephone Co. of Baltimore City and the Chesa- 
peake & Potomac Telephone Co. of Virginia, for a certificate that 
the proposed sale of certain telephone property of the former com- 
pany to the latter will be of advantage and in the public interest. 


Sept. 12—Toms River, N. J.—Board of Public Utility Commission of 
New Jersey: 

Finance No. 3575—In the matter of the application of the Pennsyl- 
vania & Atlantic R. R. Co., for a certificate of public convenience 
and necessity authorizing it to abandon its Island Heights Branch. 

September 12—Anderson, Indiana—Examiner Gaddess: 
14913—Municipal Electric & Water Depts., City of Anderson V5. 
Cc. Cc. C. & St. L. Ry. et al. 
16068—P. Bronstein & Sons vs. Wabash Ry. 
September 12—Kansas City, Mo.—Examiner Copenhafer: 
16009—Blue Valley Ice & Storage Company vs. C. R. I. & P. Ry. et al. 
16008—Friderichsen Floor and Wall Tile Company vs. Santa Fe et al. 
September 12—Chicago, Ill._—Examiner Shanafelt: 
11105—United Chemical and Organic Products Co. vs. Director-Gen- 
eral, Indiana Harbor Belt R. R. et al. 
September 12—Jackson, Miss.—Examiner McGrath: 
16030—Jackson Paper Company vs. A. & V. Ry. et al. 
16053—Jackson Paper Company vs. A. G. S. R. R. et al. 
September 12—Atlanta, Ga.—Examiner Cheseldine: 
15743—Bona Allen, Inc., vs. B. & M. R. R. et al. 
15785—American Sumatra Tobacco Company vs. A. C. L. R. R. et al. 
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United States Government 
Freight Services 


North Atlantic Ports to Europe and Africa 





AMERICAN MERCHANT LINE | BLACK DIAMOND LINES | BULL LINES 








New York to London Philadelphia Rotterdam 
Weekly Sailings New York to Amsterdam North Atlantic Ports to 
London A Sailing every 20 days Constantinople and Black Sea Ports 
Baltimore es 
to Hull si : 2 Sailings a Month 
Hampton Roads Leith — to Antwerp 


2 Sailings a Month New York to 


2 Sailings a Month 














London Canary Islands and West African ports 
Philadelphia to Hull Baltimore t Rotterdam from rang nd = Belgian Congo — Por- 
o tuguese gola; also Azores adeira, 

Boston Leith — Roads Antwerp St.v incent as “aa offers. 

si ston a 
2 Sailings a Month 2 Sailings a Month Monthly Sailings 
Operated by Operated by Operated by 
J. H. WINCHESTER & CO. (Inc.) BLACK DIAMOND STEAMSHIP CORP. A. H. BULL & COMPANY 

17 Battery Place New York City 67 Exchange Place New York City 40 West Street New York City 


























COSMSPOLITAN LINES | EXPORT S. S. CORP, | MALLORY TRANSPORT 
New York to Rotterdam South and East 

A Sailing every 20 days North Atlantic Ports ee ae - African Ports 
Baltimore Monthly Sailings 
Hampton Roads te Havre to North Atlantic Ports 
Philadelphia Dunkirk Constantinople, Malta, Greek Le- to Azores and Canary Islands, Por- 
New = a vant ports, Syria to Palestine Coast, os 0 Og tee “er 

. s North ‘ : an rench Mediterranean est 

Philadelphia ,, Bordeaux saabnc nau Cosct of Dale, Aidan ‘pastes 
New York St. Nazaire Peon North Africa (West of Bizerta). 

A Sailing every 20 days 3 Sailings Monthly 

Operated by Operated by Operated by 

COSMOPOLITAN SHIPPING CO. (Inc.) THE EXPORT STEAMSHIP CORP. MALLORY TRANSPORT LINES (Inc.) 
42 Breadway New York City 25 Broadway New York City 11 Broadway New York City 
















New York Giese f Baltimore, Hampton Roads New York, Boston, 
Philadelphia 4 Dublin . : Baltimore 
Hampton Roads Cardiff Philadelphia, Boston 
Baltimore Avonmouth ; to 
2 Sailings a Month - Copenhagen and 

Baltimore Hamburg and Bremen F 
Hampton Reads 4, Liverpool Helsingfors 
Boston Manchester 2 Sailings a Month 2 Sailings a Month 
New York 

A Sailing every 10 days Operated by Operated by 

Operated by 
CONSOLIDATED NAVIGATION CO. ROGERS & WEBB 


MOORE & McCORMACK CO. (Inc.) 
5 Broadway New York City 


UNITED STATES LINES For sailing dates and general information call or write 


the 
New York to Southampton operators or 


22 Light Street Baltimore, Md. 110 State Street Boston, Mass. 

















A Sailing every 3 Weeks J. Be SMITH G. M. BUSH 
New York 1417—1st Nat’] Bank Bldg. 519-20 N.Y. Life Bldg. 
jh Detroit, Mich. Kansas City, Mo. 
Plymouth, Cherbourg, R. J. WHITMIRE F. L. JORDAN 
Bremen 314—2nd Ave., South 921-922 Planters Bldg. 
Weekly Sailings Minneapolis, Minn. St. Louis, Mo. 
Operated by J. S. HOUSTON T. PARK HAY 
. UNITED STATES LINES | 218-20 Cotton Exchange Bldg. 827-8 Marquette Bldg. 
45 Broadway New York City Memphis, Tenn. Chicago, Iil. 





United States Shipping Board Fleet Corporation 


Septe: 


"A 
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$82] FAST FREIGHT SERVICE [$82 








MINNEAPOLIS, ST. PAUL & SAULT | 
STE. MARIE RAILWAY CO. 






VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS 1n THe EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


( avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE.) 
This document must be delivered raliroad agent at initial point with the shipment and accompany same to Canadian port of entry 



















Boston, Mass., 40 Central St. AGENCIES Pittsburgh, Pa., 840 Sixth Ave. 

Buffalo, N. Y., 409-410 Iroquois Bldg. Los Angeles, Cal., 605 So. Spring St. Portland, Ore., 55 Third St. 

Chicago, Ill., 707 Mer. Loan & Trust Bldg. Memphis, Tenn., Porter Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
940 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. St. Paul, Minn., 1112 Merchants National 

Chippewa Falls, Wis. 918 Majestic Bldg. Bank Bldg. 

Cincinnati, O., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. San Francisco, Cal., 675 Market St. 

Cleveland, O., 1040 Prospect Ave. and Marquette Ave. Sault Ste. Marie, Mich. 

Detroit, Mich., 311 Free Press Bldg. Neenah, Wis. Seattle, Wash., 608 2nd Ave. 

Duluth, Minn., 820 West Superior St. New York, N. Y., Woolworth Bldg. Spokane, Wash., 1006 Old Nat’l Bank Bldg. 

Grand Rapids, Mich., 414 Linquist Bldg. Omaha, Neb., 1025 W. O. W. 3 Superior, 

Indianapolis, Ind., 522 Merch. Bank Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at Waukesha, Wis. 

Kansas City, Mo., 788 Railway Ex. Bldg. 15th. Winnipeg, Man., 603-604 Lombard Bldg. 





ROUTE YOUR FREIGHT-CARE SOO LINE 
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FASTEST STEAMERS. 
BETWEEN SAN FRANCISCO - 
AND THE ORIENT 


AOR SE DARIAN, 


PLACING ASIA 


STA PIONEER TRANS- Nal de LINE 


ESTABLISHED 1867 


Unexcelled Freight Service 
NEXT SAILINGS 


Passengers and Express-Freight 


" From San Francisco to Honolulu, Yokohama, Kobe, 
Highest Shanghai, Hongkong and Manila Lowest 


Marine S. S. President Roi sails , .16 Insurance 
ore as S. S. President Wilson sails . 30 
Classification S. S. President Lincoln sails . 14 Rates 
S. S. President Cleveland sails 2 
S. S. President Pierce sails .15 


and every 14 days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 
For rates and other information apply to any railroad agent, or to 


PACIFIC MAIL STEAMSHIP COMPANY 


508 California Street Central Bidg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 
142 South Clark Street, Chicago, III. 


Managing Agent U. S. SHIP P ING BOARD 





Septer 
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The building of the Union Pacific, the 
first railroad across the west, was 
accomplished in the face of almost 
unbelievable hardships and danger. 
The dramatic finding of the pass 
over the mountains in southern 
Wyoming was an instance. 


_General Dodge and an escort of six cavalry- 
men, searching for the pass, were attacked 
by Indians. . 





~ 


“After a long ride the little party reached 


The accidental discovery 
the main body of the troops. The ridge up- 
of t he key pa Ss S§ on which the Indians had driven them had 


let them down a gentle slope without a 
break to the plain. The pass through the 
mountains had been found.” —- When Rail- 
roads Were New. 





For over a half century this great railroad 
has been indissolubly bound up with the 
development of the West —a _ veritable 
builder of civilization. It provides the 
highest type of service for your journeys or 
shipments. 













Traffic Agencies 


Complete information regarding passenger and freight service 
cheerfully furnished by any Union Pacific representative. 
Offices are maintained at principal cities throughout the country. 


























ATLANTA, GA......e00008: 49 N. Forsyth St. KANSAS CITY, MO........... 805 Walnut St. REDLANDS, CAL....cccccccess 14 Cajon St. 
BIRMINGHAM, ALA. ....1st Ave. & 20th St. LEGCO, BEB, ....<ccccesicven 204 N. 11th St: RENO, NEVADA....Second and Center Sts. 
BOISE, IDAHO........... 8th & Bannock Sts. LONG BEACH, CAL., ...120 W. Ocean Blvd. RIVERSIDE, CAL .....200 sevcee 680 Main St. 
BOSTON, MASS.......... 294 Washington St. LOS ANGELES, CAL...... .221S. Broadway SACRAMENTO, CAL......... 1006 Fourth St. 
i gy yy Orr 48S. Main St. MILWAUKEE, WIS....... 221 Grand Ave. SAN PEDRO, CAL............ 521 Beacon St. 
CHEYENNE, WYO........ 1605 Central Ave. MINNEAPOLIS, MINN... ...125S. Third St. SALT LAKE CITY, UTAH.... 10 S. Main St. 
CHICAGO, ILL......... 58 E. Washington St. NEW ORLEANS, LA.....226 Carondelet St. SAN DIEGO, CAL......... 4th and Plaza Sts. 
CINCINNATI, O. ........ «00 4th & Vine Sts. NEW YORE, Wo Y.. wcccsccces 280 Broadway SAN FRANCISCO, CAL....... 673 Market St. 
CLEVELAND. O....Euclid Ave. & E. 9th St. OAKLAND, CAL.......... 433 Fourteenth St. SEATTLE, WASH.......... 1405 Fourth Ave. 
COUNCIL BLUFFS, IA......... 37 Pearl St. OCEAN PARK, CAL............ 149 Pier Ave. SIOUX CITY, IOWA,....... 520 Nebraska St. 
DALLAS, TEX...... Commerce & Akard Sts. ey TOPOS veces cvcocseccces 390 24th St. SPOKANE, WASH ........ 727 Sprague Ave. 
DENVER, COLO........ 601 Seventeenth St. PASADENA, CAL........ 403 E. Colorado St. ST. JOSEPH, MO., Frederick Ave. & Felix St, 
DES MOINES, IA.......... 6th & Locust Sts. PHILADELPHIA, PA.....15th & Market Sts. ee re 611 Olive St. 
DETROIT, MICH. .. 127 Lafayette Blvd., W. PITTSBURGH, PA. Smithfield St. & 6th Ave. TACOMA, WASH............ 106 S. Tenth St. 








FRESNO, CAL., Tulare St. & Van Ness Ave. PORTLAND, ORE........... .. Pittock Block TORONTO, GUT... .c0csvsccesee 69 Yonge St. 


















W. H. MURRAY, General Passenger Agent, Omaha, Nebraska C. J. LANE, General Freight Agent, Omaha, Nebraska 
D. S. SPENCER, General Pass. Agent, Salt Lake City, Utah H.E. GODWIN, General Freight Agent, Salt Lake City, Utah 
WM. McMURRAY, Gen’! Passenger Agent, Portland, Oregon H. E. LOUNSBURY, General Freight Agent, Portland, Oregon 
T. C, PECK, Gen’! Passenger Agent, Los Angeles, California Ww. F. LINCOLN, General Freight Agent, Los Angeles, Cal. 
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The Customer Is Always Right (!) 


NTERESTING newspaper comment has 
appeared in connection with the suggestion 
that railroads might adopt this rule, said to 
have proved popular in hotels and mercantile 
establishments. | 


Aside from the fact that legal restrictions 
would frequently prevent any practical ap- 
plication of it in railroad matters, there is 
the obvious objection to such a rule that it 
makes an assumption which is not true and 
to which self-respecting customers will hardly 
subscribe. 


The customer is not always right. We must 
concede that he thinks he is and hear his side, 
and, by the same rule, expect that he will hear 
ours. That is fair to both and is all that the 
Amer‘can people expect. 


A rule which assumes or insinuates that the 
average American customer thinks he is never 
mistaken or that he expects what he asks for— 
fair or unfair—without listening to the other 
side, insults his intelligence and does him 
injustice. 


What the customer wants is to be on an 
equal footing ; to be permitted to state his case 
and have it considered; and to himself hear 
and consider the opposing reasons. Such cus- 
tomers are so largely in the majority that 
there are plenty of them to go round. 


A better rule would be: “Give the Cus- 
tomer the Benefit of the Doubt,” although we 
believe that most customers will be disinclined 
to accept even this advantage. All they want 
is a square deal. 
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